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Danger Signals. 
To THE EprroR OF THE RAILROAD GAZETTE : 

My attention has just been called to a letter in your issue 
of Jan. 16, signed ‘‘An Engineer,” in which mention is 
made of my danger signal, and, while speaking in high terms 
of its adaptability for draw-bridges, etc., the writer hopes I 
shall give the railway public particulars of the invention be- 
fore I return to my native country. It will afford me very 
great pleasure to respond to ‘“‘An Engineer’s” request, but 
I shall be unable to do so for a few days. For this reason: 
when I came to this country, some five months ago, I brought 
over three or four models of inventions, andamong them my 
‘danger signal.” When I reached Chicagoit was evident the 
chest containing these models had been violently ill-used, and 
on examination I found, to my sorrow, the labor of many 
years thrown away. I hope to get the danger signal model 
remade quickly, so as to give those interested an opportunity 
of examining it. 

The Railroad Gazette has just come under my notice, and 
as an Englishman, my first impulse is to congratulate the 
railroad public of America on possessing so efficient and ad- 
mirably got up representative journal of the railway ser- 
vice. 1 gather from the last issue that an interesting con- 
troversy is going on in your columns on the question of 
efficient signaling at drawbridges, and I should hke to post 
myself up in this controversy before writing at any length 
on the question. 

I was somewhat amused with the letter of Mr. Hali, and 
though the subject of saving life is a serious one, could 
scarcely restrain a smile at the idea of a ‘‘ mechanical drop,” 
devised to ‘‘ thump the smoke-stack” of the negligent driver’s 
engine who disobeys the danger-signal displayed 3,000 ft. 
from the bridge. This plan reminds me of another I have 
heard of somewhere in Michigan, where a projecting arm 
smashes the windows of the offending driver’s train for non- 
observance of the danger signal! These contrivances are prim- 
itive, indeed, and scarcely suggest that we have entered the 
year of grace, 1880. Now, suppose the luckless engineer is in a 
blinding snow-storm or dense fog, how can he possibly see a 
signal 3,000 ft. away, or even 300 ft.? The question arises, 
Have not the contrivers of our signals hitherte been on the 
wrong track altogether? Is it not evident we must not, we 
dare not, rely upon the organ of vision in the matter of 
signaling at drawbridges? I see a writer in the Herald of 
yesterday advocates a legislative enactment to compel all 
trains to stop at drawbridges. This is going to the other 
extreme, but better this than go on as weare. In my 
opinion no signal will meet the requirements of the times, 
which does not supply the following conditions; (1) Entire 
independence of the state of the weather; (2) simplicity in 
construction, and ease in working; (8) a signal whose normal 
position shall always be danger; (4) one that shall act as a 
check upon negligence in the signal box as well as negligence 
in the driving of the train. These merits I claim for my 
danger signal. A bold position to take, some may say, but 
I will soon give your readers an opportunity of judging for 
themselves. FRED. PERRIN. 

No. 252 Mapison Street, New YorK, Jan. 19. 

{Mr. Perrin, we think, misapprehends the character 
or position of the apparatus or ‘‘ mechanical drop” 
which Mr. Hall proposes and uses in connection with 
his system of signals. The fact that locomotive run- 
ners will, at times, disregard and run past distant sig- 
nals is well known. What Mr. Hall proposes is a 
‘*mechanical drop” which will ‘‘ thump the smoke- 
stack” in case the signal is disregarded, in which case 
something or somebody ought to be ‘‘ thumped.” We 
do not understand exactly why Mr. Perrin is amused 
at this idea or that of a ‘projecting arm which 
smashes the windows of the offending driver’s cab for 
non-observance of the danger signal.” Much better it 
is to smash the windows than the passengers. —EDITOR 
RAILROAD GAZETTE. | 


Coning of Car Wheels. 


To THE EDITOR OF THE RAILROAD GAZETTE: 

If the objection to the requisite coning of car wheels to 
adapt them to passing over sharp curves was on account of 
the unsteady motion they had while on tangents, why was 
not the head of the rail adapted to the coning of the wheels, 
by inclining its wearing surface to the coning / J. 0. 8. 

[The rails have been made in the manner suggested 
by our correspondent. They have been rolled into that 
form and sometimes they have been inclined by cutting 
into the cross-ties where the base of the wheel rests. 

The fact is, though, that the coning of wheels has 
very little influence in helping cars around curves, as 
“J.O. 8.” will learn if he will construct a model of a 
car-truck, with the wheels on one side larger than 
those on the other, as shown in figure 157 of the 
** Catechism of the Locomotive.” If the axes of the 
wheels of such amodel are attached to a frame and 





held parallel to each other, he will find that they will 
not roll in a curve, or in any other path, without con- 
siderable difficulty. 

As a matter of fact, though, even if wheels are made 
conical, the conicity is very soon worn away, so that 
as a practical matter the coning is of very little impor- 
tance.—EDITOR RAILROAD GAZETTE. | 





How to Get the Most Friction. 


To THE EDITOR OF THE RAILROAD GAZETTE: 

I request you to kindly print this note in your highly- 
esteemed paper, as I find it difficult to obtain certain data 
for the following case : 

A car, floor 6 ft. x 3 ft. weight, when loaded, about 
1,000 Ibs., 4 wheels, 3 ft. gauge, is to run smoothly on rails 
(iron or wood), giving as large an amount of friction as 
possible without using brakes, or similar appliances, causing 
annoyance to inmates of car. What amount of friction 
could probably be attained ¢ 

Possibly some one of your readers might be able to supply 
information sufficiently accurate for preliminary designs, 
previous to giving the work in contract. W. G. B. 

TRENTON, Jan., 1880. 





A Problem in Bridge Construction. 





To THE EDITOR OF THE RAILROAD GAZETTE: 

I would like to have some of the readers of your valuable 
journal give the method of determining the limensions of 
the plate which extends across the lower ends of the floor- 
beam suspenders in a pin-connected truss, and on which the 
end of the floor beam rests. The beam is supposed to be a 
plate beam, each of the two flanges being formed of two 
angle irons; also a solid rolled I beam. 

The dimensions of beams and loads to be carried are not 
given, in order that general formule may be obtained. * 





Special Meeting of the Southern Association of 
General Passenger and Ticket Agents. 





In pursuance of a call issued by Mr. W. L. Danley, the 
Secretary, dated Dec. 27, a special meeting of this Associa- 
tion was held at the Maxweil House, Nashville, beginning 
Jan. 6, to revise the rates and divisions between the South- 
east and the Southwest, and to discuss certain subjects 
named in the call, and given below as they came up at the 
meeting. 

There were present the following members: D.C. Allen, 
C, P. Atmore, 8. C. Boylston, 8. E. Carey, F. Chandler, H. 
M. Drane, T. 8. Davant, W. L. Danley, Conway R. Howard, 
W. J. Houston, M. 8. Jay, Ray Knight, A. O. MacDonell, 
John W. Mass, John R. ecmurde, . B. Morrison, George 
Nason, James R. Ogden, A. Pope (represented by Mr. 
Mock), 8. 8. Parker, James L. Taylor, E. P. Wilson, B. W. 
Wrenn. Besides these 23 members, who were present, the 
Association has 16 other members. 

C. 8. Cone, Jr., P. J. Bennett, J. H. Robinson, Jno, An- 
drews and J. A. Semple were invited to occupy seats in the 
conventiun. 

JOINT BOOKS OF RATES AND DIVISIONS. 


The first subject, ‘‘The advantages of Joint Books of 
Rates and Divisions—the economy and benefits resulting 
from their adoption and use,” was discussed by the Secre- 
tary. Joint books are preferable to separate books for each 
line, as they are less expensive. The chief trouble is that 
divisions are only really service=ble so loug as rates are un- 
changed, and the work of constantly revising divisions and 
issuing books is a serious tax on our time. In some instances 
the use of such books has worked good results by keeping 
up uniform rates and preventing many very troublesome 
and frequent minor changes to which the business was sub- 
we previously. This has been notably true of the joint 

»k used between the Southeast and Southwest, which was 
first published in November, 1875, revised and enlarged 
twice since, and ought to be revised again at this time, but, 
owing to the absence of representatives of Texas 
lines, it cannot be done now; indeed, the work of 
revising such an array of figures is tedious, and re 
quires so much time that it should not be undertaken in con- 
nection with any other business. To be properly done, it 
will be necessary to have a meeting of the representatives 
of the lines in interest, with the understanding that they 
will continue together until the work is thoroughly gone 
through with. It remains to be seen whether any other 
plan can be made to work as satisfactorily as the joint divis- 
ion books. This Association should deal with the matter in 
perfect fairness, so as to arrive at the desired result in the 
most natural and simple manner possible. If the plan of 
percentages suggested in the next subject is carried out 
practically in making passenger divisions, just as it is in 
making freight divisions, and the members of this Associa- 
tion will demonstrate it as fully as it is within their power 
to do, the result, properly formulated, will be worth all the 
patient labor and persistent effort required to produce it. 

PASSENGER DIVISIONS BY PERCENTAGES. 

The second subject, ‘‘ Practical working of passenger 
divisions by per cents, and the adoption and use of joint 
books of percentages and arbitraries instead of books of 
rates and divisions—Is such a thing practical for general 
purposes in the passenger business 7?” This subject was dis- 
cussed very fully by Mr. E. P. Wilson and other gentlemen 
conversant with freight divisions worked by percentages. 
The system as carried out in the freight department seems to 
justify the belief that the plan is worth our careful consider- 
ation at the present time. If it is practicable, why has it 


never been generally adopted in the passenger department ¢ | 


If it can be used satisfactorily in one department, what rea- 
son is there for concluding that it cannot be in the other ¢ 
These are unanswered questions, pertinent to the subject, 
and we have them to deal with. Some lines now use per 
centages in working passenger divisions almost exclusively. 


Is there any good reason why this plan should not be gener- | 


ally adopted ¢ If practical we should put our Association on 
record as favoring it, and commence the work at once. 

After discussion, a committee of nine was appointed to 
take into consideration the feasibility of making a table of 
percentages to govern the division of passenger business, and 
report to the convention. The President appointed E. P. 

ilson, C. P. Atmore, W. L_ Danley, J. R. Macmurdo, Geo. 
Nason, T. 8. Davant, B. W. Wrenn, J. L. Taylor and 8. C. 
Boylston. 

THE ENFORCEMENT OF REGULATIONS. 


Third subject, ‘‘ The adcotien and enforcement of punitive 
measures, and the necessity for sich regulations as sound 
discretion and the interests of the passenger business of the 
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country demand.” This subject was discussed by Mr. 8S. C: 
a chairman of a committee of five appointed at a 
called meeting in Atlanta, last February, to report some 
plan whereby the regulations of this Association way be 
gidly enforced: Mr. Boylston explained difficulties ia the 
way of making a report previously; and stated that he 
would call the committee together and make a report, as all 
were present excepting one member of the committee. 
necessity for some plan to prevent abuses, correct exi 
evils, and maintain rates can be understood by all. It is no 
so plain, however, how this is to be accomplished. We have 
no idea that we shall succeed beyond correction or improve- 
ment. Whatever plan we adopt should be subjected to the 
closest possible criticism by all members of this Association. 
and particulariy by our general managers, for without their 
support it will be fatile to undertake to cope with the evils 
we constantly encounter in one way and another, tending to 
destroy confidence, intensity prejudices, demoralize the 
business, seriously impair and uselessly waste the revenues 
of our companies. Without a rule of procedure and the 
authority to deal with offenders, unbridled rivairy in one 
place will destroy the revenues of unoffending parties in an- 
other place, and because one set of men will persist in wanton 
practices, others not so inclined naturally are immediately 
drawn after them. - 

The ‘Joint Missouri River Agreement” was read by 
the Secretary, and referred to the Committee of ‘ Punitive 
Measures for Maintenance of Rates.” It is the model of 
the St. Louis agreement, which was published in the Rail- 
road Gazette of Jan, 23 last, page 52. 

Under the workings of this agreement it is stated that one 
General Passenger and Ticket Agent and two ticket agents 
have vacated their positions. 

THE LIMITED TICKET SYSTEM. 

Fourth subject, *‘The advantage and privileges of the 
limited ticket system. How can it be made most profitable 
to railroad lines and of benefit to the greatest number of pas- 
sengers ?”’ This subject was discussed very fully by J. R. 
Macmurdo and several other gentlemen. While instances 
have been cited where scalpers had procured limited con- 
tracts to be used as pasters, thus enabling them to take off an 
expired contract, and give the ticket new life by attaching u 
new contract, such instances ure believed to be rare and only 
possible with detached limited contracts, which are to be 
pasted on to the ticket from which the agent in selling cuts 
an unlimited contract, and then only when he is supplied 
with genuine contracts or supplies himself with forged con- 
tracts. The limited ticket system is very satisfactory in- 
deed when the contract is printed with the ticket on one 
slip of paper, and is properly limited by the necessary can- 
cellation of day, month and year for expiration. When 
closely limited, passengers have all the advantages possible 
to them for continuous passage, and when limited to one 
train beyond schedule time, as it should be, prevents the third 
man from purchasing to re-sell at any point short of destina- 
tion, and by insuring against this danger the companies are 
more willing to muke low rates according to the distance to 
be traveled. There is objection on the part of railroad com- 
panies to selling tickets with such a limit and at such rates as 


to allow a third party to purchase from a 
passenger and re-sell so as to make a_ profit equal 
to that received by one hundred miles of rail- 


road on the same ticket. The limited ticket has satisfac- 
torily supplied a felt want. The interests of railroad com- 
yanies ona the traveling public will be best subserved by 
he practicable limitation, and the lowest rates at which a 
reasonable revenue above actual cost can be secured. The 
true basis of limitation is the actual time required for a con- 
tinuous journey; and the true basis of a limited rate is the 
least amount which will give a fair profit above actual cost 
and risk of carriage. Combine the two ideas, a continuous 
journey and a rate graded according to the distance traveled, 
or the frequency of the trips for short rides, and the true ba- 
sis for an increase in passenger revenue is thought to be es- 
tablished. The idea forces itself upon us that the nearer we 
come to what the people can afford to pay. the surer we are 
of carrying them, and it is certainly more profitable to carry 
a man five times a year at three cents per mile than it is to 
carry him twice a year at five cents per mile, even ina 
sparsely settled country. The trouble comes in when we 
endeavor to prove that he will take the extra three rides. 
He may not do so at first, some men may not do so at all, 
but after three years trial of a reasonably low rate it is 
thought there will be a steady and permanent increase of 
receipts. The loss of revenue which would in all probability 
occur the first and second year, prevents the experiments 
which are necessary before positive evidence can be adduced 
to prove the wisdom of a change of rates from 5 or 6 cents 
per mile to 246 or 8 cents. If the exact loss in one year 
could be accurately known and proven, and the exact gain 
in the next year could in like manner be told, and 
proven to be sufficient to cover the loss the year pre- 
vious, and an assured and certain per cent. of in- 
crease could be safely calculated on for succeeding 
vears, no one would hesitate to take the neauel 
step to gain the desired increase of revenue. It has been 
said, “If there is any one thing in the history of American 
railroads more astonishing than the enormous development 
of their freight traffic, itis the stationary character of their 
passenger traflic.” It is necessary to examine into this matter 
closely before attempting to give a reason for this state of 
affairs. A great increase in one department, with a de- 
crease or virtually no growth in the other, challenges the 
notice of every investigating mind which has been turned 
to the subject. It is our duty to work for development and 
growth in the passenger traflic. 

On motion the President appointed John R. Macmurdo, A. 
O. MacDonell, 8. 8. Parker, 7 R. Ogden and L. B. Morri- 
son a committee to devise means for a proper issue of limited 
and unlimited tickets by the Association. 

DISTRICT ASSOCIATIONS, 

Fifth subject, ‘ District associations—The real object and 
intention of them; are they now, or can they be, made prof 
itable to railroad lines in establishing and maintaining 1 ates, 
preventing, regulating or abolishing evils?’ The subject was 
discussed at some length by President Drane in a pointed 
and practical way. Other gentlemen also — on the sub- 
ject, and the general opinion seemed to be that a better 
| understanding and more hearty coéperation is gained by 
| district associations than by any other known plan. They 
| are profitable to railroad lines in establishing and maintain- 
| ing rates, preventing, regulating and abolishing evils. They 
lare yet in their infancy, wanting in many elements of 

strength, but they are growing in favor, and will, we trust, 
|be able yet to satisfy every necessity and demand calling 
them into existence, There is, besides the Southern Associa- 
tion, a New England Association, a Central Association, and 
| a Western Association. But little is known of the New Eng 
land Association, but the Central and Western Associations 
lare more vigorous and better attended than formerly, and 
| we have every evidence that they are accomplishing good. 
There is a proposition for the union of the two on account of 
the great bulk of business they have in common 
The Committee on the Adoption and Enforcement of Puni 
| tive Measures were instructed to report the next morning 
the advisability and practicability of the entire discontinu 
| ance of the payment of commissions to ticket-sellers, and to 
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suggest such legislation as may be necessary to discontinue 
it, if found practicable to do so, 

The Secre of this Association was instructed to 
confer with the Secretary of the Western General Passenger 
Agents’ Association, and learn if the point designated for 
the next meeting of that Association can be changed, so as 
to accommodate a proposed meeting of the two associations 
at the same point at the same time; and if this coula be done, 
the President of this Association was directed to call a meet- 
ing of this body at the time and place so designated and 
named for the transaction of any general business that 
may come up for deliberation. 

REPORT OF COMMITTEE ON PUNITIVE MEASURES. 


‘Your committee to whom was referred the resolution 
adopted at the Atlanta Convention, Feb. 27, 1879, ‘To re- 
port some plan whereby the regulations of this Association 
may be rigidly enforced’ met at the Maxwell House, Jan. 
6, 1880, and thoroughly discussed the subject in all bear- 


ings. 

“ They feel the gravity of the task oer upon them, 
and approach it with the greatest misgivings as to their 
ability to devise any means which may prove effective with- 
out an actual trial of the various methods proposed. 

‘Ist. With regard to the ‘joint agreement’ of certain 
roads to secure the maintenance of rates from Missouri 
River points, your committee highly approve of the same, 
and recommend its adoption at all points where such agree- 
ment or agreements of a similar nature can be effected; but 
after a full discussion of this agreement, they deem it im- 
practicable to enforce its mandates over so wide a territory, 
and in so many different centres, unless it is unanimous: y 
agreed upon and contracts made and signed between eac 
and every member of this Associntion. This we have, by 
actual efforts, found to be impracticable. 

‘‘zd, Your committee believe that each and every in- 
stance where the rules, regulations and rates of this Asso- 
ciation are disregarded and broken operates to the disad- 
vantage of some line, member of this Association. 

**In such cases, your committee recommend: That the 
representative of the aggrieved line shall immediately in- 
form the President of Association by wire or letter of 
his grievance, and shall pre his case in writing to be 
presented to a Committee of Arbitration, to be appointed by 
the President from members of this Assuciation, who shall be 
totally disinterested in the point at issue. This committee 
shali consist of three members, The President shall inform 
the defendant as soon as practicable of the charge and his 
appointment of the Committeeof Arbitration. 

* The Committee of Arbitration shall proceed at once to 
the point where the difficulty has arisen, and shall be clothed 
with the full powers of this Association. It shall be their 
duty to decide the case before them, and require obedience 
to their decision. 

‘Tf the offending party shall decline to submit to the de- 
cision of the Committee of Arbitration, it shal] be the duty 
of the committee to submit the entire case to the regularly 
elected .arbitrators of* the Southern Railway Steamship 
Association for a revision and final adjudication. In any 
event the committee shall report the entire case to the next- 
calle 1 special or regular meeting of this Association, and the 
accused shall be exonerated, reprimanded, suspended or ex- 
pelled from membership, as the Association may see fit. 

‘The action of the convention, with a full statement, shall 
be printed and copies of the same shall be forwarded to all 
general managers and general passenger agents of roads 
within this territory. 

* The traveling expenses of the Committee of Arbitration 
shall be borne by the Association, and shall be collected by 
the Secretary in the same manner as all other dues of the 
Association, “* S$. C. BoyLston, Chairman, 

‘GEO. NASON, 
“Jas. R. OGDEN, 
“J. R. Macmurpo. 

* E.R. Dorsey, Ab nt. ** Committee.” 

Report received and committee discharged. 

On motion, the report was taken up by sections, amended 
and adopted, and then adopted as a whole by the following 
vote: 

Ayes—Allen, Atmore, Boyiston Oneey. Chandler, Drane, 
Davant, T. 8., Danley, Howard, J y, Knight, MacDonnell, 
Mass, Macmurdo, Morrison, Nason, Ogden, Pope, Parker, 
Taylor, J. L., Wilson and Wren,—22., 

Nays—Houston.—1. 

Mr. Houston asked to have his reason for voting no spread 
upon the minutes. He says: ‘ It is a local question, and I 
have an arbitrator at hand in the person of my General Man- 
ager. 

The following was adopted : 

“That a copy of the action of this convention on the sub- 
ject of arbitration be submitted to the Southern Railway 
Steamship Association, and that Association be request- 
ed to endorse the action of the Southern Association of 
General Passenger and Ticket Agents, and to authorize 
their arbitrators to consider and decide all questions sub- 
mitted to them by this Association.” 


REPORT OF COMMITTEX ON PERCENTAGES, 

‘The adoption of percentage tables for the division of pas- 
senger rates is feasible; and it is recommended that each 
member of the Association furnish the Secretary percentages 
carried out to two decimal points, with the mileage and arbi- 
traries by his line from principal, terminal and junction 
stations to the leading cities within the limits of this Associ- 
ation; and from all prominent points in this territory to 
principal points north, east and west, beyond the limits of 
this Association, by his shortest route. 

“EB. P. Winson, Chairman, T. 8S. DAVANT, 

C. P. ATMORE, B. W. WRENN, 

W. L. Danury, J. Vl. TAYLOR, 

J. R. Macmurpo, 8S. C. BoyLsTon, 
GEORGE NASON, Committee.” 

The report was received and the committee dismissed, and 
the discussion of the report was deferred until the next 
morning. 

The Convention reassembled at 9'a.m. On the reassembly 
of the convention Jan, 7, it was resolved that the report of 
the committee on punitive mensures, as carried in this con- 
vention, go int» effect Feb. 1, 1880, Also, after a full dis- 
cussion, it was resolved that the report of the committee on 
percentages be adopted. 

REPORT OF THE COMMITTEE ON LIMITED TICKETS. 

‘The committee appointed to devise means for a proper 
issue of limited tickets beg to submit the following report : 
In the opinion of your committee, the present form of 
limited tickets as in general use is sufficient for protection of 
passenger revenue if adhered to. We would, however, 
recommend that the use of detached limited contracts, 
known as pasters, be abandoned as rapidly as possible, that 
in all new tickets the limited contract be printed as a part of 
the ticket, and on old stock a limited contract be printed 
on the back of the ticket, covering the old unlimited con- 
tract and the last coupon. “J. acMuRDO, Chairman, 

“S$. 8. PARKER, 
“J. R. OGDEN, 
* A, O. MACDONNELL, 
“'L. B. Morrison, 
* Committee.” 
Report was received and adopted. 





A motion that the time limitation of tickets be same as 
that given in the National General Passenger and Ticket 
Agents’ Association rate sheet was adopted. 

COMMISSIONS. 


The following resolution was presented: 

“That, whereas, the payment of commissions to scalpers 
is detrimental to our interests, enabling them to exist and 
prey on our regular business, it is hereby resolved that each 
member of this Association Bs e himself to an agreement 
that on and after April 1, 1880, he will discontinue the pay- 
ment of scalpers for the sale of tickets, either by reduced 
rates, commissions, salary or otherwise, and that we will, 
each one of us, request our connecting lines to join us in this 
action. And it is further agreed that should such connecting 
lines refuse to protect us in this respect, we will, on and after 
ten days’ notice, withdraw their tickets from sale until such 
time as the request is complied with. It is further agreed 
that on the date above mentioned we will discontinue the 
payment of moneys to sub-agents, hackmen, hotel porters, or 
any other party other than our regular employed bonded 
agents, to secure passepgers over our respective lines, It is 
further resolved that connecting lines are requested to dis- 
continue the employment of sub-agents or to pay moneys to 
any one for the securement of passengers (other than their 
regular employed agents), and we hereby agree that should 
competing lines disregard this we shall consider it an un- 
friendly action on their part, and send all competing busi- 
ness in our contro] over lines coming to our assistance to 
eradicate existing evils.” 

This resolution was referred to a committee of nine, who 
were instructed to report to the convention such action as 
they deem proper for the Association to take. Messrs, 
Davant, Chandler, Atmore, Houston, Jay, Taylor, Pope, 
Nason and Wilson were appointed on this committee. 

REPORT OF COMMITTEE ON COMMISSIONS TO SCALPERS. 

The committee to whom was referred the question of 
commissions to ticket-scalpers, beg leave to suggest that the 
following form of contract be incorporated into the laws ot 
the Association, and that each member of the Association 
sign the same, binding his company to observe its provisions 
—to wit: 

Agreement. 

‘For purposes of mutual self-protection, and in considera- 
tion of increased revenue to be derived from the faithful ex- 
ecution of the following provisions, we, the undersigned, 
General Passenger and ‘ticket Agents,members of the South- 
ern Association of General Passenger and Ticket Agents, 
hereby covenant and agree with each other— 

‘1st. That the payment of any commission or allowance 
to scalpers, or other persons whose purpose or practice it is 
to furnish to the public’ tickets at less than the established 
tariff rates, is destructive of revenue and detrimental to the 
interests we represent, and it is hereby agreed that the par- 
ties to this agreement will, on and after Feb, 1, 1880, dis- 
continue all payments or commissions to scalpers, ticket- 
brokers, hackmen, hotel porters, or any other parties not 
recognized as regularly employed agents of transportation 
lines. : 

‘2d, That we request our connecting lines to unite with 
us in the execution of this agreement. 

‘3d. We further agree that any action of a connecting 
line at variance with the letter or spirit of this agreement, 
shall be regarded as unfriendly and hostile to the interests 
we represent. 

“T, §. Davant, Chairman, 

F,. CHANDLER, 

C, P. ATMORE, 

M. 8. Jay, 


J. 8, TAYLOR, 

Ben. Mock, 

GEO. NASON, 

KE, P. WiLson,; Committee.” 
Minority Report. 

‘““We are not yet ready to act on the question under 
consideration, and that the report be recommitted for fur- 
ther action. W, J. Houston.” 

The majority report was taken up by sections, amend- 
ed and adopted by sections, then adopted as a whole 
by the following vote: Ayes—-Allen, Atmore, Boylston, Ca- 


‘rey, Chandler, Drane, Davant, T. 8., Danley, Howard Jay, 


MacDonell, Mass, Macmurdo, Morrison, Nason, Pope, Par- 
ker, Tayior, J. L., Wilson and Wren.—20. 

Nays—-Knight.—1. 

Mr. Houston declined to vote. 

The Secretary was instructed to furnish a printed 
copy of the action of this Association in regard to payment 
of commissions to ticket scalpers to general passenger and 
ticket agents of all transportation lines in the United States 
and Canada. 

The Association then went into Committee of the 
Whole on Rates, with Mr. Danley as Chairman, It arose at 
midnight and reported a satisfactory revision of rates. 

It was then iteratens that the rates agreed to at this 
meeting which are made by the Cincinnati Southern should 
not go into effect until that line is regularly opened for pas- 
senger business between Cincinnati and Chattanooga. Other 
rates in the sheet were to take effect Jan. 15, 

It was resolved, by a vote of 19 to 3 that Southern lines 
will require, on and after Feb. 10, 1880, proportions on sea- 
board emigrant tickets based ona division of the through 
rates pro-rata per mile over the short lines via Cincinnati 
and via Washington, without deductions for terminal ex- 
penses or commissions, and the Secretary was instructed to 
notify trunk lines of the action of this Association in refer- 
ence to seaboard emigrant rates, 

The Secretary was requested to have the report of 
the Committee on Punitive Measures printed in connection 
with the action of the Association bearing thereon, and to 
distribute the same to managing officers of ail roads repre- 
sented in the Association as promptly as possible. 

The Association then adjourned. 

H. M. DRANE, President. 
J. R. Macmurpo, Vice-President. 

W. L. DaNLEy, Secretary. 


Master Car-Builders’ January Meeting. 





The usual meeting was held at the rooms on Liberty street, 
New York, Thursday evening, Jan. 22. The attendance, 
owing to the wretched weather, was small, and in the ab- 
sence of the Chairman, Mr. M. N. Forney was called on to 

reside. The subject for consideration was the ‘“ Heating, 

entilating and Lighting of Railroad Cars.” 

The following paper from Mr. J. M. Foster, of the Rail- 
way and Marine Gas Light Company, of Philadelphia, was 
presented and read by the Chairman : 

‘* PHILADELPHIA, Pa., Jan. 21, 1880. 
“ To the Master Car-Builders’ Association : 


“GENTLEMEN; We desire to bring to your notice, in as brief | 


a manner as the nature of the subject will permit, a few 
facts relative to the lighting of passenger cars with com- 
ressed gas as operated by the Foster apparatus, and say 
hat any further details desired by the members of your 
Association will be cheerfully furnished. 

“The operation of this system has been reduced to great 
simplicity, is cheaper than oil or candle-lighting, is abso- 
lutely sate under all circumstances, and fully meets a want 
long felt by the traveling public, 7. e., a car lighted with a 
brilliancy equal to the home parlor, 
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“‘A complete apparatus consists of a small gas works for 
generating a high y luminous gas from crude petroleum, a 
compressor for forcing the gas into cylinders and car fit- 
ings, which include one or more cylinders, for carrying the 
gas, a governor for automatically controlling the flow of the 
gas to the burners, and the gas brackets or chandeliers. 

‘‘A gas works, having a capacity for manufacturing 5,000 
cubic feet of 70 candle gas in ten hours would cost to oper- 
ate about $5 per day, including labor, material, wear und 
tear, and interest on plant, and this 5,000 cubic feet of gas 
will light a car with a brilliancy equal to 70 standard 
sperm candles for one thousand hours. One man can make 
and compress 10,000 cubic feet per day, and the only ex- 
pense, in addition to that named above, for supplying cars 
with compressed gas would be the labor of one man for gas- 
sing the cars, and the wear and tear and in terest on cost o 
pumping apparatus and car fittings. 

‘“With labor and material at current rates, it is safe to 
estimate the total cost of lighting cars by this system at less 
than three-fourths of a cent per hour, each car to have a 
light equal to 70 candles. A prominent Western railroad 
official informs us that, having made a series of experiments 
to ascertain the cost of lighting his cars with five oil lamps, 
he found it amounted to 1.95 cents per hour. We beg to 
call special attention to the tables showing the cost of various 
illuminants which will be found on page 8 of our gas works 
catalogue and page 3 of our railroad catalogue, copies of 
which are herewith submitted. These estimates were pre- 
pared after a series of careful experiments with the most 
approved appliances and can be relied upon as very nearly 
correct. 

‘Another important advantage to railroad companies 
operating this system will be best illustrated by the follow- 
ing statement: A leading railroad having a terminus at Jer- 
sey City consumes in its shops, depots, and offices about 
800,000 cubic feet of city gas per month, which costs them 
over $750. Our gas works will yield gas giving a better 
light, and more fully meet their requirements, at a total cost 
of less than $75 per month. This will be fully confirmed by 
extracts taken from the official reports of the President and 
managers of the Philadelphia & Reading Railroad, which 
will be found on page 15 of our railroad catalogue, in 
which they say in substance that their gas-works are effect- 
ing a saving in their lighting expenses of over $10,000 per 
year. 

‘*The cost of introducing our apparatus depends entirely 
upon the capacity and class of gas-works and the manner 
in fitting up cars, but in any event the amount invested 
could not be placed to a better advantage, nor where it 
would bring a larger return. 

“Trusting that the subject of our communication may 
have your favorable consideration, I am 

**Very Py peg ete., 
“J. M. Foster, Patentee.” 

A rather unanimated discussion of the subject of lighting 
followed, but nothing very new or profitable was elicited. 


Prevention of Smoke from Locomotives. 





{Circular of Inquiry of the Master Mechanics’ 4 ssociation. | 
Cuicaco, Jan. 1, 1880. 

The officers of the American Railway Master Mechanics’ 
Association, at their annual meeting held in Cincinnati, 
May, 1879, appointed the undersigned a Committee on the 
subject of ‘‘ The-best means of Preventing Smoke from Lo- 
comotives with due Economy in Fuel.” 

In order that the Committee may make as full and compre- 
hensive a report as possible upon this subject, they desire to 
ret the experience and results of experiments made by the 
different master mechanics of the ‘country who are using 
bituminous coal for fuel. 

First.—Do you use a fire-box in your locomotives different 
from that ordinarily used for the purpose of preventing 
smoke? If so, please describe it. 

Second.—Have you used the fire-brick arch, or any pecu- 
liar mode of admitting air to the fire ¢? If so, please describe 
it and state with what success. 

Third.—To what extent can air be admitted to the fire- 
box above the grates before it becomes detrimental to the 
steaming qualities of the engine ¢ 

Fourth.—Do you think it possible with bituminous coal to 
prevent the emission of smoke from a locomotive running 
with a full train over an undulating road? If it can be pre- 
vented, describe the appliances for producing such result. 

Please give any other information you may possess bear- 
ing upon this subject. An early reply will greatly oblige. 

t. T. JEFFERY, 
H. A. TOWNE, 
SANFORD KEELER, 

Please address your reply to E, T. Jeffery, Superintend- 

ent Illinois Central Railroad, Chicago, Il. 


Committee. 


Legislation Recommended by the New York Inves- 
tigating Committee. 


The Hepburn Committee of the New York Assembly sub- 
mitted with the report of its investigations drafts of six bills 
or amendments to the railroad laws of the state. That pro- 
viding for a railroad commission is reported elsewhere at 
some length. Abstracts of the other five are given below: 

INCREASING STOCK—CONVERTIBLE BONDS, 


The amendments submitted to the ‘Act to authorize the 
formation of railroad corporatious and to regulate the 
same,” propose t» require the written approval of the State 
Engineer and Surveyor, or the Board of Railroad Commis- 
sioners when one has been appointed, before any increase of 
the capital stock of a railroad company can be made. 

The authority granted to directors to make bonds con- 
vertible into stock at any time not exceeding ten years from 
the date of the bond, is limited to making them convertible 
at any time not less than two nor more than twelve years 
from the date of the bond; which would prevent sudden 
‘creations of convertible bonds for the purpose of increasing 
the stock. The amendment also requires that if the capita 
stock which is authorized at the time the convertible bonds 
are issued is not sufficient to meet the conversion when 
made, the stockholders must authorize an increase sufficient 
to meet the deficiency. 

CONSOLIDATIONS. 


The amendments to the act authorizing consolidations of 
railroads include the following additions: ‘‘ But in no case 
shall the capital stock of the company formed by such con- 


solidation exceed the capital stock of the companies so con- 


solidated, at the par value thereof. Nor shall any bonds or 
other evidences of debt be issued as a consideration for or in 
connection with such consolidation.” There is no requirement, 
such as had been reported, that consolidations shall be sub- 
ject to the approval of the Legislature, and subject to such 
conditions as the Railroad Commissioners may impose. 
REGULATION OF CORPORATION ELECTIONS. 

The bill to regulate voting by stock and bondholders of 
railroad corporations, which is entirely new, prescribes that 
no proxy shall be valid unless executed and dated within 
three months prior to the election at which it isto be used, 
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makes it unlawful for any person to vote upon or give a 
proxy for any stock or bonds not actually owned by him; 
specially forbids any persons holding securities as a pledge 
from voting on them, but requires such pledgee to give a 
proxy for them to the pledgor, on his request; and forbids 
the selling of votes or proxies. It prescribes forms of oath, 
one for owners, and one for holders of proxies, stating that 
no money or promise has been received or given for the vote 
or proxy, which oath may be required of any one ‘offering 
to vote at an election by any stockholder or inspector. The 
violation of this act is made a misdemeanor punishable by 
imprisonment for not more than one year ora fine of not 
more than $5,000, or both. 


REGULATION OF FREIGHT CHARGES. 

The bill reported ‘‘ to regulate the transportation of freight 
by railroad corporations” is given in full below: 

Sec. 1. Every railroad corporation shall. give to all per- 
sons reasonable and equal terms, facilities and accommoda- 
tions for the transportation of themselves, their agents and 
servants, and of any merchandise or other property cf every 
kind and description, upon any railroad owned or opera 
by such corporation, and for terminal handling, the use of 
the depot and other buildings and grounds of such corpora- 
tion, and at any point where its railroad shall connect with 
any other railroad, reasonable and equal terms and facilities 
of interchange, and shall promptly forward merchandise 
consigned or directed to be sent over another road connect- 
ing with its road, according to the directions contained 
thereon or accompanying the same. 

Sec. 2. No railroad corporation shall charge or receive 
for the transportation of freight to any station on its road 
a greater sum than is charged or received for the contem- 
poraneous transportation of the like class and quantity of 
freight from the same original point of departure to a sta- 
tion at a greater distance on its road in the same direction. 
Two or more railroad corporations, whose roads connect, 
shall not charge or receive for the transportation of freight 
to any station on the road of either of them a greater sum 
than is charged or received for the contemporaneous trans- 
portation of the like class and quantity of freight from the 
same original point of departure to a station at a greater 
distance on the road of either of them in the same direc- 
tion. 

Sec. 3. No railroad corporation shall grant or allow to any 
person or association upon the transportation of freight, 
either directly or indirectly, any secret rate, rebate, draw- 
back, unreasonable allowance for use of cars, or any undue 
advantage whatever; nor directly or indirectly charge to or 
receive from any person or persons, or association or cor- 
poration, any greater or less sum, compensation or reward 
than ischarged to or received from any other person or per- 
sons, association or corporation for like and contemporane- 
ous service inthe receiving, transporting, storing, deliver- 
ing or handling of freight, nor shall any railr corpora- 
tion eharge more for spememerding freight from any point 
onits line than a fair and just proportion of the price it 
charges for the same kind of freight transported from any 
other point. 

Nor shall any railroad corporation charge more for trans- 
porting freight from one local station to another, or from a 
local station to a terminus, than they charge for a like and 
contemporaneous service from one terminus to another, 

Sec. 4. The car-load is hereby made the unit of shipment, 
and norailroad corporation, nor two or more railroad corpo- 
rations whose roads connect, sball charge or receive for the 
transportation of two or more car-loads of freight 
a greater or less sum per car-load than is charged or 
received fora single car-load of a like class of freight 
for a contemporaneous shipment between the same 
points upon such road or roads; except that any rail- 
road corporation of this state, whose terminus is upon or 
near the border of the state, when receiving freight by the 
train-load of not less than twenty cars from a connecting 
road not lying wholly within this state, consigned to a single 
poin’, and which involves no terminal handling at the point 
of reception on the part of such New York road, save attach- 
ing an engine to the already made-up train, may make a 
difference in the rate per car-load upon the freight so re- 
ceived equal to, but not greater than the cost at such point 
of reception of loading each car of an equal train with a like 
class of freight. In the construction of this act the sum 
charged or received for transportation of freight shall in- 
clude all terminal charges, and the road of a corporation 
shall include all the road in use by such corporation, whether 
owned or operated under a contract or lease. 

Sec. 5, Any railroad corporation which violates any of 
the provisions of this act, in addition to liability for all - Hae, 
ages sustained by reason of such violation, sball be liable for 
each offense to a penalty of one hundred dollars, which may 
be recovered in an action of tort in any county where 
such corporation has property, to his own use by the part: 
aggrieved, or to the use of the state by the Attorney-General, 
or to the use of the county by the District-Attorney of the 
county in which such violation was committed; provided, 
however, that no such action shall be maintained unless the 
same shall be brought within one year from the date of such 
violation. 

Sec. 6. This act shall take effect immediately . 

CHANGES IN THE FORM OF ANNUAL REPORT. 

The committee also reports a bill which provides a substi- 
tute for the form of report now required to be made to the 
State Engineer and Surveyor. In many respects it is like 
the old one, the chief changes being as follows : 

In Tabl@ A, ‘Stock and Debts,” after ‘‘ Capital stock as 
authorized by charter,” ** capital stock as since fixed” is in- 
troduced. The amounts of common and preferred stock are 
asked, the number of stockholders, and a tabular statement 
of the funded debt showing (1) each kind of bonds or obliga- 
tions, (2) if and how secured, (3) date of issuing, (4) when 
due, (5) rate of interest, (6) amount of authori issue, (7) 
amount actually issued, (8) the total amounts. The amount 
of unfunded debt must be stated under this classification : 
(1) notes and acceptances, (2) pay-rolls and operating ex- 
penses unpaid, (3) amounts due other railroad es 
(4) interest due end unpaid, (5) dividends unpaid, (6) open ac- 
counts, (7) other items, if any. 

In Table B, ‘* Cost of Road and Equipment,” the items are 
the same as in the old form, but a statement is requi 
‘showing briefly (by numbers, by quantities or by descrip- 
tions) the additions or betterments made to the road or 
equipment, representing the several amounts that may ap- 
pear in the column headed ‘ amounts since charged,’” that 
is, the amounts charged under each head to construction 
during the year for which the report is made. 

Table C, ‘ Characteristics of Road,” is much enlarged, 
requiring a separate statement of ‘‘ lines leased and operated,” 
of sidings, third and fourth track separate from ‘ double 
track,” and for branches separate from main line, of mileage 
in and out of the state, of gauge. of mileage of steel tracks in 
main line and branches, and in lines owned and leased, and 
the number of feet of iron and wooden bridges and pile and 
trestle work, and miles of telegraph line. 

A new table, ** Table D,” is introduced, covering ‘‘ Equi 
ment,” concerning which the existin, law provides only 
under item 38 of ‘ Characteristics of Road,” which item 
reads: ‘‘ The number of engine-houses and shops, of engines 





and cars and their character.” The new Table D specifies 
the following items: Number of locomotives for passenger, for 
freight and for switc service and the average weight of 
each class ; number of engine-houses and the aggregate number 
of stalls in them ; number of first-class, of second-class and of 
emigrant pare cars; of e, mail and express cars; 
number of box, flat, cattle, oil, coal, service and other kinds 
of freight cars, and the numbers with eight and four wheels, 
respectively. A separate statement is required of engines 
and cars owned and of those leased or otherwise controlled. 

Another new division is Table E, *‘ Miscellaneous.” It calls 
for the number of machine and car shops, of elevators and 
grain-houses with their capacity in bushels, of freight and 
cattle yards more than two acres in extent, with their aggre- 
gate area and the miles of track laid in them; the average 
number of persons directly employed during the year, and 
their aggregate pay. 

Table F, “‘ Doings of the year in transportation and total 
miles run,” adds nothing to the old requirements, and drops 
the item ‘‘ average welak, in tons, of freight trains, exclusive 
of freight.” 

Table G gtves the division of freight moved under “ pro- 
ducts of the forest,” etc., as heretofore; but a Table, H, is 
added of ‘‘ Amounts moved of certain specified articles in- 
cluded in foregoing descriptions,” namely: Flour (in tons), 
grain, live stock ,fresh or pickled meats and provisions, petro- 
leum and other oils, lumber, pig and bar iron and steel, and 
iron and steel rails, iron and other ores and coal. Table I, 
‘* Direction and destination of freight moved,” is also new. 
Its items are: Tons through going east and south; do, going 
west and north; tons of way east and south and west 
and north separately ; Table J requires separate state- 
ments of the number of through and way passengers ; Table 
K, the average receipt per ton per mile on each of the four 
numbered classes of freight, for all other classes, and on the 
total, through and way separately ; Table L, the average 
rate per mile received on each class of passengers, through 
and way separately ; Table M calls for the ‘expenses of 
maintaining road and real estate” under the old heads, 
leaving out ‘‘ depreciation of way ” and adding reyairs of 
bridges and telegraph lines, and separate statements for steel 
and iron rails, ‘ Expenses of repairs of machinery and cars” 
(Table N) has only the old items, and those for ** depreciation” 
are omitted. Table O, ‘‘ Expenses of operating the road,” 

ives but one item for cost of lubrication, where the old 
orm calls for the cost for engines and tenders, freight cars, 
and passenger cars separately ; and it adds the item “hire of 
cars;” otherwise it is like the old form. The new form speci- 
fies, however, that expenses which do not — specitically 
to either passenger or freight service shall be apportioned to 
passenger and freight expenses in proportion to the ratio be- 
tween passenger mileage and tonnage mileage. 

There is also added a Table, P, calling for ‘* Amounts paid 
for certain specific purposes included in foregoing,” in which 
are the items ‘‘stationery and printing, ac vertising, legal 
expenses and counsel fees, insurance, rents, tolls, contribu- 
tions and subscriptions,” 

There is no change in the items of receipts, but under ex- 
penditures, where the form has heretofore a sae only 

‘transportation expenses,” “interest,” ‘‘ dividends,” and 
“payments to surplus fund,” the proposed form adds: 
‘rentals of leased lines,” “other items, in detail,” ‘‘ total 
charges against earnings,” and “resulting surplus or de- 
ficiency for the year.” Table is a form of a very brief in- 
come account (uew). Table T is a balance sheet, in which 
the debit items are, (1) cost of road and _ equip- 
ment; (2) cost of other roads owned, which may not have 
been included in this report, stating each line separately ; 
(3) permanent investments (in detail) : (4' cash on hand ; (5) 
cash assets (classified) ; (6) due from other railroad corpora- 
tions ; (7) fuel and supplies on hand ; (8) sinking fund (if 
any) ; (9) other assets (classified). 

he items on the credit side are : 

(1) capital stock ; (2) funded debt ; (3) unfunded debt ; (4) 
other liabilities (classified). The balance, whether surplus or 
deficiency, must appear on the proper side to make the sides 
balance. In every report the item of the balance sheet shall 
be given in comparison with the corresponding items in the 
report for the preceding year. 


The Bill for a New York Railroad Commission. 


The bill reported by the Hepburn Committee ‘ To create a 
Board of Railroad Commissioners and to define and regulate 
their powers and duties,” contains the following provisions: 

Section 1 declares that there shall be a board, ** consisting 
of three competent persons,” one to be called “Chief Rail- 
road Commissioner,” and each of the others ‘ Associate 
Commissioner.” The Governor is to appoint these before 
June next, with the advice and consent of the Senate, the 
Chief Commissioner for five years, one Associate for four 
years, and the other Associate for three years. As their 
terms expire, their successors are all to be appointed for 
terms of five years; and appointments for vacancies from 
resignation, etc., shall be for the unexpired term of the offi- 
cer succeeded. The Governor may remove any Commis- 
sioner without the consent of the Senate, but only upon 
charges preferred. The Board is to have a clerk, with power 
to issue subpoenas for witness and to acminister oaths, anda 
marshal, who shall serve notices, etc. The clerk and mar- 
shal are to be appointed by the Board. No person in the em- 
ploy of or holding any official relation to any railroad cor- 
poration, or owning stock in any railroad corporation, or 
who isin any manner interested in any firm or corporation 
having business relations with any railroad corporation. ex- 
cept the legitimate business of shipping and forwarding, 
shall hold either of said offices ** of commissioner or clerk.” 

Section 2 establishes the principal office of the Board at 
Albany, but authorizes it to establish a branch office in New 
York, and one in Buffalo, if they think it necessary for the 
proper and convenient transaction of their duties. 

Section 3 declares that the Chief Commissioner shall pre- 
side over and be the chief executive officer of the Board; 
two members shall form a quorum, and they may hold a 
meeting at auy time and at any place within the state. 
Examinations and investigations provided for by the bill 
may be made by any one Commissioner, if so ordered or 
directed by the Board or the Chief Commissioner; but his 
proceedings and decisions shall not be deemed _ final and con- 
clusive until approved and confirmed by the Board. 

The following sections, which describe the chief duties and 
powers of the Board, are given in full: 

‘Sec. 4. Said Bodrd of Commissioners shall have power 
to administer oaths in all matters relating to their duties, 
and shall have the general supervision of all railroads and 
railways, and shall examine the same, and keep themselves 
informed as to their condition and the manner in whichthey 
are operated, with reference to the security and accommo- 
dation of the public and the compliance of the several cor- 
porations with the preymy of their charters and the laws 
of the state; it sha 


on a railroad, resulting in loss of life or injury to person or 


persons, which, in their judgment, shall require investiga- | 


tion, and the result of such investigation shall also be re- 
ported upon in the annual report of the Commission- 
ers to the Legislature; and it is hereby made the 


] also be the duty of said Board of Rail- | 
road Commissioners to investigate the causes of any accident | 


— 


duty of the General Superintendent or Manager of 
each railroad in this state to inform the Chief 
Commissioner of any such accident, and the facts 
relating to the same, immediately after its occurrence. Be- 
fore proceeding to make any such examination or investiga- 
tion of the condition or operation of any railroad in this 
state, or any accident thereon, in accordance with this act, 
said Board shall give reasonable notice to the corporation, 
person or persons conducting and managing the same, of 
the time and place of entering upon the same. And such 
Board of Railroad Commissioners, or the Chief Commission- 
er thereof, shall have power, for the purposes provided for 
in this act, to examine the books and affairs of any 
railroad company or corporation, or to compel 
the production of copies of books and _ papers 
subpoena witnesses, administer oaths to them and compel 
their attendance and examination, as though such subpoena 
had issued from a court of record of this state. Whenever 
such an examination of the affairs of any railroad corpora- 
tion shall take place in which such Board will require the 
examination of the books and affairs of such company or 
corporation, or the subpoenaing of witnesses who are in the 
employ of such company or corporation, the Board or a 
Commissioner thereof shall sit for such purpose in the city 
or town of this stute where the principal business office of 
such railway corporation may be situated. The Board of 
Commissioners, however, shall have the power to require 
copies of books and papers, as provided for in this section, 
to be sent to them to any part of this state. And the pro- 
visions of this act shall apply to all railroads and railways, 
and the corporations, receivers, trustees, directors or others 
owning or operating the same. 

“Src, 5. Whenever, in the judgment of the Board of Rail- 
road Commissioners, it shall appear that any such corpora- 
tion has violated any constitutional provision or law, or 
neglects in any respect or particular to comply with the 
terms of the act by which it was created, or usurps any au- 
thority not by its act of incorporation granted, or refuses to 
comply with the provisions of any of the laws of the 
state, they shall give notice in writing to such corporation, 
and if the violation or neglect is continued after said notice, 
the Board may forthwith present the facts to the Attorney- 
General, who shall take such proceeding thereon as he may 
deem expedient. 

* Sec. 6. Whenever, in the judgment of the Buard of Rail- 
road Commissioners, 1t shall appear that aepairs are neces- 
sary upon any railroad within this state, or that any ad- 
dition to the rolling stock, or any addition to or change of 
the stations or station-houses, or that any additional termi- 
nal facilities shall be afforded, or that any change in the 
rates of fare for transporting freight or passengers, or that 
any change in the mole of operating the road and conduct- 
ing its business, is reasonable and expedient im order to pro- 
mote the mperry convenience, and accommodation of the 
public, the said Board shall give notice and information in 
writing to the corporation of the improvements and changes 
which they adjudge to be proper; and if the corporation re- 
fuses or neglects to make such repairs, improvements, and 
changes within a reasonable time after such notice and in- 
formation, the said Board shall present the facts in the case 
to the Attorney-General for his consideration and action; 
and shall also report the same facts in a special report, or in 
the annual report of said Board to the Legislature. 

“Sec. 7. Every railroad corporation shal! at all times, on 
request, furnish the Board of Railroatl Commissioners any 
necessary information required by them concerning the con- 
dition, management and operation of its railroad, and par- 
ticularly with the rates for tremepertigs freight and passen- 
gers upon its road and other roads with which its business is 
connected ; and such railroad corporation shall also at all 
times, on request, furnish to such Board of Railroad Commis- 
sioners copies of all contracts and agreements, leases or 
other engagements, by such corporation entered into, with 
any person or persons, Corporation or corporations.” 

Section 8 declares that no request or advice or other act 
of the Board shall impair in any degree the legal duties, ob- 
ligations or liabilities of any railroad. 

Section 9 prescribes that the Board shall make an annual 
report to the Legislature, covering their proceedings, with 
explanations and suggestions as to the general railroad pol- 
icy of the state. It shall be its duty to recommend and 
draft such bills as will, in its judgment, protect the people's 
interest in the railroads of the state, and also to take testi- 
mony as to any proposed railroad legislation, if requested to 
do so by the Committee on railroads of either bouse of the 
Legislature, or by the Governor, and to report its conclu- 
sions thereon. 

Section 10 authorizes the Board to prescribe the form of 
report required under the present law, and to make changes 
in on additions to it, giving six months’ notice thereof te the 
railroads of any changes which would require any alteration 
in the method of keeping their accounts ; and it directs that 
this report shall be made to the Board, instead of the State 
Engineer and Surveyor, as now. Blank forms must be sup- 
plied to the railroads before Sept. 15; if the Board finds any 
return defective or erroneous, it shall direct the corporation 
to amend it within fifteen days. The Board shall prepare 
tables and abstracts from the reports, and submit them, 
with its annual report, to the Legislature by the second Mon- 
urday of January of each year. 

Section 11 directs the printing and distribution of the re- 

port. 
Section 12 fixes the salaries, as follows: $5,000 to the Chief 
Commissioner, $4,000 to each Associate Comunissioner, $2,- 
000 to the Chief Clerk and $1,500 to the Marshal. The 
Board may employ three additional clerks, whose aggregate 
salaries shall be not iore than $2,000 per year. It may 
also engage the temporary services of engineers, accountants 
or other experts, if needed in investigations, and provision is 
made for office and traveling expenses, which must not ex- 
ceed $500 per month. 

Section 13 limits the total expenses of the Board except 
office rent to $45,000 the first year and $40,000 yearly there- 
after, and prescribes that these expenses shall be assessed 
upon the railroad companies, one half in proportion to the 
income of each in the year next preceding, and one half in 
proportion to the length of its road. 

Sec. 14. declares that the Railroad Commissioners shall 
have the right to enter and remain in the officos and depots 
of railroad companies in the performance of their duties, 
but neither they nor their canlevts shall accept any pass or 
other gratuity from any railroad company, and such accept- 
ance is a misdemeanor. 

Sec. 15 repeals laws inconsistent with the foregoing pro- 
visions. 

Sec. 16 provides that the act shall go into effect imme- 
diately. 





Passenger Train Parcels in England. 


The new arrangement, which seems to be the thin edge of a 
wedge which will entirely transform the system under 
which parcels are carried by passenger trains, deserves pass 


ing notice. For many months rumors of alterations and 
contemplated changes have been floating in the air; more 
| than a year ago, several schemes were ventilated in thr se 
columns. In May last, the Great Eastern Company started 
the hare, by adopting a system of prepayment of passenger- 
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train parcels by stamp-label, at much reduced rates for car- 
riage. But it was simply a preliminary canter, for it only 
embraced about sixteen suburban stations in its operation. 
The idea succeeded in practice, and the arrangement was 
considerably extended on Nov. 1, 1879. The coup de gree 
came on Jan. 1, 1880. London & Northwestern, Great 
Eastern, Great Northern, Midland, Great Western and Lon- 
don & Southwestern companies gave public notice that on 
and after that date they would cease to charge booking fees 
upon any pasoms intended for conveyance by passenger 
trains on their respective lines, whether booked at their sta- 
tions or receiving offices, Those who know the interests in- 
volved in this important step saw at once that such a meas- 
ure was calculated to alter very much the then ——s) ar- 
rangements, and more so as notice was at the same time 
given that these companies would in future allow their vans 
to call and collect passenger-train parcels from the public as 
well as from the recognized baa ag pes og The railways 
south of the Thames, excepting the London & Southwestern, 
have not yet adopted these new rules, But it seems im- 
probable that they will hold out for any lengthened season. 

No improvement pro bono publico was ever made which 
did not hurt somebody. It seems a rule of life that individ- 
uals suffer that multitudes may B raion rob and in this instance 
the sufferers may be the independent proprietors of re- 
ceiving offices in London, who are no longer independent, 
but who are now paid by the railway companies. 

The Great. Eastern Railway went, however, much farther 
on Jan. 1 than any other company, On that date their 
parcel rates were considerably uced, and the system 
which nobody else has yet adopted) of using stamp labels, 
like postage stamps, for the prepayment of parcels, was ex- 
tended all over their railway. this means the transmis- 
sion of parcels is facilitated, and fraud is in some measure 
yrevented. The stamp labels are affixed to the pereee by 
he sender, and exactly the same course is adopted in the case 
of a letter passed through the Post Office, except that the 
option remains to the sender of dispatching ‘to pay.” The 
new rates of the Great Eastern are commendable for their 
simplicity—® Ibs. weight, 4d.; 7 Ibs., 6d.; 14 Ibs., 8d.; and 
ld. for every additional 2 lbs. or part thereof. ‘This’ easy 
rate is uniform all over the line for any distance. But an 
extra advantage is given to residents within 29 miles of 
London, for between stations inside that radius a yet cheap- 
er tariff is quoted—7 Ibs., 4d.; and 1d, for every additional 
6 Ibs. or part thereof, It is expected that these low rates, 
the adoption of the stamp principle, the specially quick sub- 
urban delivery recently established, and the abolition of all 
booking fees, will lead to a largely increased traffic on the 
Great Eastern line, and certainly a policy so liberal and pop- 
ular deserves success. —London Railway Sheet. 





The Advantages and Disadvantages of a State 
Railroad System. 





Prof. EB. de Laveleye, a Belgian economist of considerable 
reputation, but classed with what in Germany are called 
‘*Katheder-Socialisten,” or professional socialists, has written 
a letter to the Keonomiste Frangaise, on some of the phases 
of a state railroad system, which has been widely copied, 
but not always accurately. We translate as follows, giving 
the letter in full: * 


Permit me to cite some factsin support of the excellent ar- 
ticle which you published recently in the Kconomiste Fran- 
gaise of Nov. 29, on the subject of “Government Socialism.” 
Nowhere has the concentration of the railroads in the hands 
of the state been pushed so far as in Belgium, and the pres- 
ent ministry will soon present a bill for the acquisition of 
what is called the ‘Grand Central” system, which includes 
420 miles of road. This is the only great line belonging to a 
a private corporation. Soon, all the concessions without ex- 
ception will be reassumed by the government. 

t is worthy of notice that the two parties which divide 
opinions among us, the Catholics and the Liberals, divided on 
almost all points, are agreed upon this, There is a constant 
rivalry among 4them as to who shall buy the most rail- 
road. Let us examine into the reasons of this phenomenon. 
Under the financial] aspect, the purchase is an excellent thing 
for the share and bondholders without being bad for the 
state. Both parties gain by it. How? Because the rate of 
interest is much more favorable for the state. The 
revenue of a private enterprise is capitalized at the rate 
of 5 per cent. at most ; while interest guaranteed by 
the state will be capitalized at the rate of 4 per cent. Thus 
a railroad stock which pays an average of 25 francs a year 
is quoted at about francs. Let the state offer this 25 
francs as interest and the stock will be worth 620 francs. 
This is the advance which has been made by the Antwerp & 
Rotterdam shares, which the state has acquired. At the 
moment of the cession the shareholder therefore gains at 
least 20 per cent. 

As to the state, its profit consists in the probable increase of 
the traffic and the profits which occur upon all lines. Should 
we be astonished that a bargain by which both parties gain 
is easily concluded, and that no one finds fault with it ¢ 

All thos» who have transportation to be done—that is, 
pretty much everybody—also urge the purchase, for these 
reasons: 

1, The government rates are very low. It can be content 
with a small direct profit, because, representing the nation, 
it on the enormous indirect profit of greater activity im- 
ported to production and the whole economic life. 

2. The traffic is uniform, and thus the calculation of the 
cost of transportation is much less complicated. 

3. The unity of the jem suppresses a considerable num- 
ber of formalities and much clerical work. When a car 
passes from one line to another it is necessary to note its 
receipt, the nature of the freight, the condition of the 


vehicle, damage, delays, etc., which takes time and gives 
work to employés. All these complications are removed by 
the purchase. 

4. Economy of train, rapidity of transportation. With 


the system a unit, no stops is necessary. A car traverses the 
whole country in one run. 

5. Finally, unity of operation is a new application of the 
solidarity of all parts of the kingdom, already realized in 
the postal and telegraph service. If the profit yielded by 
the carriage of the mails of the great centres was not em- 
ployed to make good the deficit left by the rural ser- 
vice, the letter-carrier would not be seen carrying the letters 
in every township every morning. The national railroad 
system is likewise employed as a powerful instrument of 
civilization and progress, and not as an enterprise for the 
ham of the shareholders alone. The state, working all the 
ines as a whole, covers the deficit of the bad ones by means 
of the profit yielded by the good ones. Thus it can unite all 
the extremities to the centre, and bring life into the most re- 
tired regions; which private companies evidently cannot do. 

These are powerful reasons, the one especially, which 
militate in favor of the concentration of the railroads in the 
hands of the state. 

But below are the disadvantages: 

1. For the same service the state always has more em- 
ployés than the companies. The public departments are 
constantly assailed by so many requests for employment 





that resistance is often inefficient; the applicants carry the 


Pf The impulse of private interest and of responsibility, 
that great motive force of the economic world, is less active 
in the service of the state. Nevertheless we must not forget 
that between the administration of a system like that of the 
Belgian government and that of the system of the Paris, 
Lyons & Mediterranean Company, for instance, there is 
little difference. A company which has a gross revenue of 
$40,000,000 is really a poe administration. 

8, The exigencies of the voting interest act upon the con- 
struction of the lines, or their location, or their rates—a de- 
testable thing. 

4, The government becomes responsible for course of the 
operation. If thereis a derailment, if the trains are behind 
time, the cry is raised ‘‘ Down with the minister !” or even 
“Down with the ministry !” 

5. Finally, in our centralized countries, when the govern- 
ment already disposes of so many places, this puts at its dis- 
position thousands and thousands more of them. Under 
pareetentary government the state is not an abstract 

ing, it is a party in power ; and this party, convinced that 
it represents the safety of the country, will use all the 
means of influence which it commands in order to win. In 
this way the work of governing, already so delicate and 
difficult tn our democratic societies, will be mingled intimately 
with the question of economical and financial interests, 
which is a constant source of demoralization. 

There would be one way of diminishing this evil; this 
would be to name directly and until removed permanent 
ministers who should not depend upon the votes of the ma- 
jority. This would be indispensable for the great branches 
of service where continuity in opinions is indispensable, such 
as the army, public instruction and the railroads. But with 
the rage for representative government which prevails to- 
day, can we hope for such a reform, however necessary it 
may appear ¢ 

have tried to show the advantages and the disadvantages 
of the purchase of the raitroads by the state. The advan- 
tages are principally economical and the disadvantages politi- 
cal, I hesitate to decide; still, ‘* professional socialist” 
though I may be, I would incline perhaps to the negative— 
if consent cannot be had to the removal of the administra- 
tion of the national railroad system from parliamentary and 
electoral influences, 





ANNUAL REPORTS. 


The following is an index to the reports of companies 
which have been reviewed in previous numbers of this vol- 
ume of the Railroad Gazette : 


Page. 
N. Y., Providence & Boston,... 25 
N. Y. & Oswego Midland, ll 
Philadelphia & Reading... 
Phila, Wil, & Baltimore. 
70 Pittsburgh & Lake Erie.. 
Raleigh & Gaston 
Rome, W'town, & Ogdensburg. 
70 South Carolina Railroads...... 4 


Boston & Albany.......... 
Bur. & Mo. River in Nebra 





Central, of Georgia... . 
Chicago. Mil. & St. Paul. 
Dayton & Southeastern, 





Flint & Pere Marquette.. .. “.. 7 Rome, W’town, & Ogdensburg. 
Long Island........ 


ass. R. R. Commission........ 45 Troy & Boston ... 0 ...... sseces 7 
N. Y. Lake Erie & West........ 6,12 Western R. R, Association..... 46 
N. Y.,N. H. & Hartford...... 26 


Boston & Lowell. 


This company owns a line from Boston to Lowell, 26% 
miles, double track; five short branches, 19%4 miles in all; a 
line from Salem by Lowell to Lawrence, 29% miles, making 
75% miles owned. It leases the Middlesex Central road, 10% 
miles, making 86!¢ miles worked. The report is for the year 
ending Sept. 80, 1879. 

During the year the line from Salem to Lawrence, previ- 
ously leased, was purchased from the Salem & Lowell and 
Lowell & Lawrence companies, and an extension half a mile 
long built into Lawrence. The Middlesex Central was ex- 
tended about three miles, to the new state prison at Con- 
cord. 

The equipment consists of 42 locomotives; 64 passenger 
and 22 bageage cars; 1.152 freight cars. 

The general account is as follows: 
Stock ($42,904 per mile).......... 
Bonds ($46,157 per mile) .... 
EN SESE rrr ee nee 
Unclaimed coupons, and interest due Oct, 1 
PROMS GNA LORS... .000cccecces Pawes Cos ORAX 


$3,250,000.00 
3,496,400.00 
191,000.00 
63,946.75 
551,702.80 


Total.... .haeesewes ee Perey, ee ae 
Road and property ($90,132 per mile) $6,827,520,02 
Sinking and insurance funds..... 209,064.83 
Ogdensburg & Lake Champlaix trus 

Dinds0dnedekthtaesches hanes sae-e<s 
Boston & Lowell and Nashua & Lowell 
joint account ; 

Materials and supplies.. ....... 
Cash and receivables. 


$7,558,049.55 


7,334.31 


55,291.60 
111,989.59 
346,849.20 


7,558,049.55 

The Salem & Lowell and Lowell & Lawrence roads and 
Phillips Wharf at Salem are charged at $1,165,196.58, The 
bonded debt was increased by the assumption of the debt of 
these two roads, $426,900 (of which $178,500 is held by the 
company), and by the issue of $620,000 new 5 per cent. 
bonds for their purchase. It was reduced by $200,000 bonds 
of 1864, which fell due and were paid from the sinking fund. 
There was $130,000 floating debt paid off, and $36,000 as- 
sumed by the purchase, making a net reduction of $94,000. 

The earning and expenses for the year were: 

1878-75 


3 1877-78, Inc. or Dec. Pc. 
Passengers. .. $530,064.84 $470,367.08 I. $59,697.76 12.7 
Freight......... 623,395.80 572,246.23 I. 51,149.57 8.9 
Mail and ex 
press.... . 36,847.28 28,798.04 I. 8,049.24 28.0 
Total ........$1,190,307.92 $1.071,411.35 1. $118,896.57 11.1 
Expenses ...... 806,382,45 761,538.48 I. 44,843.97 5.9 
Net earnings. $383,925.47 $309,872.87 I. $74,052.60 23.9 
Gross earnings 
per mile..... 13,760.79 12,908.57 L. 852.22 6.6 
Net earnings 
per mile 4,438.44 3,733.41 1. 705.03 18.9 
Per cent. of ex- 
penses........ 67.75 71.08 D. 3.33 4.7 


Train mileage for the year was 1,045,141 miles, an increase 
of 101,384 miles, or 10.8 per cent., over the previous year. 
The income account for the year was as follows: 
Net earnings, as above............ ~ Watt caqSey RUDEASee $383,925.47 
Accumulations of sinking and insurance funds........ 8,654.60 


SE Wii edana space eadanbthiéede.s0hnacehaier cena $392,580.07 
Rents of leased lines ................ «+ ses $67,598.27 
ate ae aE a eR ey 161,890.51 
I TA OOUNG o a iced sasnee penersese 32,500.00 


———_ 261,988.78 
| 








Balance to profit and loss .................2 6 ees $130,591.29 

A dividend of 1 per cent. was paid in July, and from this 
surplus another of 2 per cent. has been made since the close 
of the year. The large expenditures for permanent and ex- 
traordinary expenses were all charged to working expenses. 
During the year 1,000 tons of steel rails and Th. ) ties 
were laid. The entire double track between Boston and 
Lowell is now steel, andis furnished with patent safety 
switches. A number of improvements have been made at 


stations on the line; a freight house built at Lowell and a 
new five-track bridge over one of the city streets. Several 
new bridges have also been built on the road. The Boston 
yard has been improved by the removal of some buildings 
that obstructer it toa more convenient place, the laying of 
additional tracks and the building of a refrigerator house 
for storing butter, cheese, meat and similar freight. This 
has been a great convenience to shippers. A new depot in 
Lawrence is nearly finished. 

A novel improvement is in progress in Lowell, where the 
rock-cut adjoining the Middlesex street station is being con- 
verted into a train-house, by welling up the sides with 
masonry and putting on a truss roof, which at one point is 
made strong enough to carry a street across. This train- 
house is 600 feet long and 75 feet wide, has four tracks and 
a central platform, the old depot forming a head-house. 

The extension of the Lawrence Branch gives a better de- 
pot in that city. The extension of the Middlesex Central 
road, besides connecting with the new State Prison, gives a 
connection with the Framingham & Lowell road and a new 
opening to the Northern lines over the Nashua, Acton & 
Boston road, 

The purchase of the Salem & Lowell and the Lowell & 
Lawrence roads, with Phillip’s Whart in Salem secures entire 
control of those properties, and the interest on their cost is 
a considerable saving over the rental formerly paid. 

The report says: ‘‘ By mutual agreement between the di- 
rectors of the Boston & Lowell and the Nashua & Lowell 
rauroads the business and management was continued in 
joint account from Oct. 1 to Dec. 1, 1878, since which time 
the roads have been operated separately. The business of 
the year, being a gain in gross receipts of $118,896.57, is 
reasonably satisfactory, and the accounts show conclusivel 
that, while mm joint operation with the Nashua & Lowell 
Railroad, receiving but 69 per cent. of the joint receipts this 
road’s earnings were about 75 per cent. of the whole. * 

‘* Previous to the separation of the Boston & Lowell and 
Nashua & Lowell railroads, in December of last year, an 
appraisal of the entire personal property belonging in joint 
account to the roads, was made by Mr. John B. Winslow. 
Upon the value, as a basis thus established, a division of the 
rolling stock, machinery, tools and supplies was agreed upon, 
each road receiving its proportion and paying to the other 
for any balance in excess of such share. The property be- 
longing to this road under that valuation stands upon the 
books to cost $533,608.32.” 


Canada Southern. 


This company owns a main line from Victoria, Ont., op- 
posite Buffalo, to Amherstburg, 229.2 miles, with a branch 
from St. Thomas to Courtright 62.5 miles, and a branch 
from this line to Petrolia, 6.5 miles; it controls and works 
(substantially owning) the Erie & Niagara, 31.4 miles; the 
Toledo, Canada Southern & Detroit, 55.4 miles, and the 
Michigan Midland & Canada, 15 miles, making 298.2 miles 
owned directly, 101.8 miles controlled, 400 miles in all. The 
Chicago & Canada Southern, 67.5 miles, formerly con- 
trolled, has been transferred to other parties, but is appa- 
rently still worked. The following statements have been 
published for the year ending Dec, 31, 1879: 

The general balance sheet is as follows: 

DORE 6c Sdssinde bang saea) Hable ery 
New first-mortgage bonds issued.... ...... eieaie ats 
- ” ~ 1eld to exchange for old 


$15,000,000 
13,497,311 


SE xicthns nindetat em ase suscep retaaesiteas 0496000 244,108 
Coupons, bills and accounts payable....... 1,348,342 
Income account, balance............... 280,507 


eee ere $30,370,268 
3,777,145 


Total... ah scene lddvbd:s-<’s 
Construction and equipment....... : 
Stocks of leased and controlled lines..... 
Bonds ” ” 






Other stocks.......... RAaek Ades euee cee 25, 
Supplies and materials.............. ; 266,824 
Bills and accounts receivable ............ 921,588 
Cash and cash items.... ...... 


485,484 


30,370,268 


The only mortgage liability is the new bonds, the interest 
on which is guaranteed by the New York Central. These 
have been issued as follows : 
IN, £6 ais 95 Wenetehcsheestet cote 
Used in funding old issues and buying 

bonds of controlled roads as by ar 

rangement scheme........... «-- ; 
Used for floating debt, construction and 

equipment... evepee 
Held 


. $14,000,000 


$11,272,050 
2,225,262 


311,105 


or further refunding, etc... 
13,808,417 


$191,583 


A large addition has been made to equipment during the 
year, the expenses being paid from the issue of the new 
bonds. The equipment account for the year amounted to 

748,593, and the sum of $310,128 was charged to construc- 
tion account. 

The earnings for the year were as follows: 

Gross earnings ($6,407 per mile) 





Balance held in reserve 


. .$2,995.365 


Expenses (81.73 per cent.)........ 2,448,090 
Net earnings ($1,171 per mile)...... oe $547,275 
Interest accrued on first-mortgage bonds.............. 391,453 


CIs 55s 5d )55.0 eb ds ves apeders com perenne nee $155,822 


The gross earnings for 1878 were $2,480,872, showing an 
increase last year of $514,493, or 20.7 per cent. 

The road should be a cheap one to work, and the high per- 
centage of expenses must be due to the very large propor- 
tion of through business carried at very low rates. 


Fitchburg. 


This company worked the following lines during the year 
ending Sept. 30, 1879: 


Miles. 
Main Line, Boston to Fitchburg, double track............... 50.68 
Watertown Branch, Junction to Waltham....... .... ..- 6.60 
Lancaster & Sterling Branch, South Acton to Marlboro. 12,42 


Peterboro & Shirley Branch, Ayer Junction, Mass., to Mason 

WEG, Pie vaccscts, os ccvc cdn.c copes a0 ehSaeeno06 kent nay am 

WARE OWOGG I, Fe ceive ccc etees  cecviccsceseobbisessess 93.32 
Vermont & Massachusetts, leased: 


Main Line, Fitchburg to Greenfield.............-...-. .56,00 
Branch, Greenfield to Turner's Falls... «1. +--+ +s. 2.80 
Branch, Miller's Falls, Mass., to Brattleboro, Vt. . ...21.31 


—— 80.11 





on suesonbede evesouee 173.43 
21.31 





DOCTOR oiisc asc i crcencesecaces 


The company also runs trains over the Troy & Greenfield 
Railroad, Sy miles, paying tolls to the state of Massachusetts 
for its use; this makes the main line 143.68 miles long, from 
Boston to North Adams. On the road owned there are 
50.68 miles of second track and 49.77 miles of sidings; on 
the road leased 10.39 miles second track and 22.80 miles of 
sidings. The use of 10.5 miles of track, from Fitchburg to 
South Ashburnham, is leased to the Cheshire Railroad. The 





total mileage of track on the lines worked is 285.76 miles. 
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No addition was made to miles of road,-but mileage of track 


was increased by 4.40 miles new sidings on lines owned, and 
2.12 miles on the leased line, 

The equipment consists of 77 locomotives, '78 tenders and 
9 snow-plows; 82 passenger and 25 mail and cars; 
1,084 eight-wheel Sen 212 four-wheel box, 560 eight-wheel 
platform, 20 four-wheel platform, and coal, gravel and 
other cars. 

The general account is as follows: 





Stock (648,291. per wile) vk. cscvsevdrcesives .. $4,500,000.00 
Dame ClO. TI ee GI sss a «cc cen css cabices0 ccc ease 1,000,000.00 
TOONS GOI «> viticas 64855s 03.0345 >00ncs abenbavancekt 810,000.00 
ACCORMEE Gk TOIRIIE oo. s 50. iccahe0s sant encevede paces 406,974.76 
PUG nF fo ccdcacncnice. sattuseaamianeseaeas 493,475.41 
Total.....<i. OE eee ae Ra he $7,210,450.17 
Construction accounts ($57,662 per 
OMB isc. inc 0h ss euakinenscnen( needa $5,381,027.43 
NN ks 55.0:546.0 che apacinn ake 305,835.09 
Vermont & Mass. improvements...... 699,496.56 
IE ons cneansd.nce. ocahe. ehabad 155,025.00 
Cash, materials and receivables.. .... 669,066.09 


——_——-— $7, 210,450.17 
Notes payable increased $324.000 during the year. The 
sum of $339,661.51 was added to construction accounts, and 
$60,478.17 to Vermont & Massachusetts improvements. 
The earnings for the year were as follows : 





1878-79. 1877-78. Inc. or Dee, P.c. 
Passengers.... $663,289.84 $644,326.53 I. $18,963.31 2.9 
Freight 1,205,953.76 1,091,515.88 I. 114,437.88 10.5 
Express and 
Sa os wclkin 53,961.41 58,494.57 D. 4,533.16 7.7 
Rents, ete.... 156,768.51 143,596.87 I 13,171.64 9.2 
Total... ..$2,079,973.52 $1,937,933.85 I. $142,039.67 7.3 
Expenses...... 1,458,515.39 1,354,621.40 I. 103,893.99 7.7 
Net earnings. $621,458.13 $583,312.45 I. $38,145.68 6.5 


Gross earnings 


per mile 13,673.24 12,739.51 1, 933.73 7.4 


a 


Net earnings 

per mile... 4,085.32 3,834.55 1. 250.77 = 6,5 
Per cent. of ex 

penses 70.12 69.90 I. 0.22 0.3 


There was an increase both in through and local freight 
receipts. Mail service was the only item showing a reduc- 
tion. 

‘Ihe income account was as follows: 


RING 600s s56sadaseneessbe <a ick soni tienodah dai $21,458.13 
Rent of Vermont & Massachusetts road . .$238,506.00 





Rent of Conn. River tracks... .. ........ 3,750.00 
ee ee 65,000.00 
IE: IE sop needa 50 0cbeesbsctsvensaan 34,462.08 
—— 341,718.08 
Surphen for tb FOO, 2.5. c0cdverdinanen teinoreies $279,740.05 


The rent paid for the Vermont & Massachusetts road is in 
the form of interest on the bonds and dividends on the stock. 
During the year the sum of $60,478.17 was paid for im- 
provements on this leased road, and $315,983.41 for better- 
ments on the road owned. There was also $13,565.28 paid 
for real estate. The surplus was equivalent to 6.216 per 
cent. on the stock. 

The traffic for the year was as follows: 


Train mileage: 1878.79 1877-78. Inc. or Dec. P.c, 
Passenger, . 679,680 718,680 dD. 39,000 5.4 
Freight .......... 867,373 775,202 1, 92,171 11.9 
Switching and 

service ......... 216,202 164,006 1 52,196 31.8 

Total, ..00« 1,763,255 1,657,888 1. 105,367 6.4 
Passengers car- 

sae ohsice 2,227,005 2,166,116 «1. 60,889 2.8 
Passenger mil- 

eage...........35,094,145 32,266,503 I. 2,827,642 8.8 
Tons freight car- 

1 eee 1,115,771 I. 197,518 17.7 
Tonnage mileaze.92,832,640 68,041,193 I, 24,791,447 36.4 

Av. train load: 

Passengers, No 51.63 44.90 I. 6.73 15.0 
Freight, tons.... 107.02 87.77 si. 19.25 21.8 

The increase in freight traffic has been chiefly in the 

through tonnage by the Hoosac Tunnel! line, but there was 


also a gain in local business. 

Of the passenger mileage 24.0 per cent., and of the freight 
mileage 89.2 per cent. were of business to and from other 
roads, Earnings per revenue-train mile were $1.24 ; ex- 
penses, $0.94, leaving net earnings $0.30. . 

The report says: Last year we stated that the Hoosac 
Tunnel business had obliged us to make great additions to 
our tracks and equipment, and had changed our traffic from 
a local to a through business. This business cannot be 
limited, and we must either give it up almost entirely or ex- 
pand with it. We have, therefore, kept our facilities equal 
to the requirements of the business ; and, in order to con- 
tinue this policy, quite large additions, both to our equip- 
ment and conceal facilities, must be made during the next 
year. Our improvements in this respect may, however, be 
somewhat restricted until the state’s policy respecting the 
use of the Troy & Greefield Railroad and Hoosac Tunnel is 
definitely settled.” 

The improvements already made include the opening of a 
new street in Boston; also additional tracks in that city and 
a substantial pile wharf of about an acre over a portion of 
Charles River. Additional tracks have been laid at East 
Cambridge, Somerville, Cambridge, Waltham, Leominster. 
Fitchburg, Gardner, Templeton, Athol, Orange, Erving an 
Lake Pleasant, making an aggregate length of 614 miles. 
The grades between Littleton and Fitchburg and Ashburn- 
ham has been reduced. The com pan has re-built the 
pile bridges over the Assabet River, both at Concord Junc- 
tion and Rockbottom, has greatly strengthened the long 
high bridge at Greenville by additions thereto; has re- 
placed the wooden bridge over a highway about a mile 
east of Leominster with a new iron-plate bridge; has 
replaced a wooden Howe truss bridge over the high- 
way at Leominster station with a new iron truss bridge. 
Important improvements have also been made at Fitchburg, 
Ashburnham, Gardner, Athol, Orange and Greenfield, where 
additional facilities for transacting business have been pro- 
vided. ‘fo provide the necessary room at the western ter- 
minus for a freight yard, engine house and the storage and 
shifting of cars, and the transfer of freight, about 14 acres of 
land on the sides of, and parallel to, the main road in Deer- 
field have been cupehesed. 

The receipts from Constitution wharf and Shawmut ele- 
vator, in Boston, has exceeded the anticipations, and indi- 
cate that the lease of the wharf and purchase of the elevator 
willprove good investments. The company has laid during 
the year, exclusive of construction, 1,551 tons of steel rails, 
1,081 tons of iron rails and 75,500 new sleepers. The equip- 
ment during the year has been increased by seven first-class 
locomotives of the standard and mogul patterns, seven new 
tenders, five new pasrenger cars and 312 new freight cars. 

The passengers carried over the Troy & Greenfield Rail 
road have increased from 79,001 in 1878 to 82,152 in-1879, 
and the tolls paid the commonwealth for the same have de- 
creased from $45,518.08 in 1878 to 37,184.57 in 1879. The 
freight has increased from 443,701 tons in 1878 to 624,083 
tons in 1879, and the tolls paid therefor have decreased 
from $106,408.24 in 1878 to $100,448.71 in 1879. 

The report refers at considerable length to the differences 





with the state as to the tolls to be paid for the use of the tional earnings of these newly constructed and newly ac- 


state road. The company has protested its inability to pay 
the arbitrary tolls required, in view of the very low rates on 
through freight, and the refusal of western connecting lines 
to bear any part of the tunnel tolls. An agreement was 
finally reached by which the state was to be secured for the 
cost of Lape csaree 9 | its road, and the Fitchburg Company 
was to be allowed for operating expenses such eee of 
the gross earnings as a board of arbitrators may allow 
(This has just been fixed at 52.491 per cent.). The report 
urges that, under the present condition of through bu- 
siness and competition, any arbitrary charge for the use of 
the state road above the pro rata share due for its actual 
mileage is unjust and oppressive to connecting lines. 


Delaware Western. 


This company owns a line from Wilmington, Del., to Lan- 
denburg, Pa., 20 miles. Its report is for the year ending 
Dec. 31. The present company acquired the road through 
foreclosure, and has no bonded debt. 

The earnings for the year were.as follows: 











1879. 1878. Inc. or Dee. P.c 

Passengers. .... .... $11,385 97 $9,159.58 I. $2,226.44 24.2 
ES iG 50508 vVS 38.017.44 32,075.25 IL. 5,942.19 18.6 
ee 3,936.16 2,050.23 1 1,885.93 89.8 
Total .. . $53,339.57 $43,285.01 IT. $10,054.56 23.2 
Expenses........... 43,783.81 37,022.96 1 6,770.85 18.3 








Net earnings... $9,545.76 $6,262.05 I. $3,283.71 52.1 
Gross earn. per mile. 2,666.98 2,164.25 1. 502.73 23.2 
} x pid 477.20 313.10 1, 164.19 52.1 
Per cent. of exps..... 82.16 85.51 D. 3.35 3.9 


Two dividends were paid during the year, amounting to 
$4,968 in all. 

Large additional renewals have been made, several trestles 
filled in, and several bridges renewed, one of them in iron. 
Some additional sidings were laid in Wilmington. A new 
engine was bought. Renewals will probably increase for 
some years, as the original rails wear out, and it 1s recom- 
mended that for the present the net income be applied to 
improving the road and laying steel rails as needed. 

The suit over the Shipley street property in Wilmington 
has been decided in favor of the company. The road has 
been free from accident during the year. 


Wabash, St. Louis & Pacific. 


A pamphlet has been issued giving an account of the con- 
dition of this company, but no statements for 1579. The 
report SAYS : = 

‘ At Decatur, IIL, a part of the Wabash Division extends 
westerly to Hannibal, Keokuk and Quincy, on the Missis- 
sippi River. At Bement, Ul., a branch called the Paducah 
Extension, now in process of construction, and nearly com- 
pleted to Chicago, will open a short and direct line between 
that city and St. Louis. The various lines now merged in 
one corporation, make up a grand total of 1,9151¢ miles, as 
follows: 


Wabash, main line and branches 
Leased Lines— 

Chicago & Paducah, with extension from Strawn to 
Chicago... 259.50 

Quincey, Missouri & Pacific, from Quincy, on the 
Mississippi River, to Milan, Mo 

Eel ig ailway, from Logansport, Ind., 
Es TE ninn'n iontoo4b cone 9 ctedare sens th cb he corked 

Camp Point to Quincy, operated jointly with C, B. 
& Quincy arr errr orrre 

Elvaston, Ill, to Hamilton, Ill., operated jointly 
with Toledo, Peoria & Warsaw Railway Co..... 


——-1,137.89 


St. Louis, Kansas City & Northern proper, from. 


St. Louis to Kansas City..........ccccecsececessvees 277.00 
Branches— 
Ferguson, Mo., to Union Depot, St. Louis, Mo....... 10.46 
Salisbury. Mo., to Glasgow, Mo............ i+.) 
Omaha Extension, Brunswick, Mo., to Council 
BD, SOB si cccccee sgeeeg one PO 
St. Louis.Ottumwa & Cedar Rapids, Moberly, Mo., to 
| I ae ere 131,00 
CUAPinGR BEANOR. ...00000 cescrvccccccccrccsccccvesens 22.00 
Main line and branches..............-.6.-.++++ 680,50 
Leased Lines: 
Boone County & Boonville, Centralia, Mo,, to Co 
ee | STEEL ee 21.00 
St. Joseph & St, Louis, Lexington, Mo. to St Jo- 
Wes, avcces Bosscnents - ; «ee 76.00 


97.00 
1,915.48 


Total operated be sveleewrenes 
company is given as follows: 


The debt of the consolidated 


Mortgage debt of Wabash Division..................+-+ $22,272,450 
” - EEE. ©. .wabepeapeebemenaa tend 12,995,500 
Wt Sicatia Caasscraen Oded dees shee" $35,267,950 


$35,267,950 
~ 20,000,000 
20,000,000 


Preferred stock 
TTT ee 


poeneredeoves . . 875,267,950 


“The total fixed charges of the Wabash, St. Louis & Pa- 
cific Railway Company would be as follows : 








Wabash Division—Mortgage interest................ . $1,519,904 

as > Rentals leased lines 378.980 

Missouri Division—Mortgage interest............ arr 907,045 
on 7" Rentals of leased lines, bridges, 

Gibicccs © scott obsvauet ¥eesunssrs 144,795 

Making in the aggregate...............-0. ; $2,950,724 


‘* Treating these various obligations as an annual charge 
upon the business of the consolidated line, it is equivalent to 
a fixed charge for interest and rentals on about $22,000 per 
mile of road operated. The leased lines, by the nature of 
the contracts, which may be called perpetual, are substan- 
tially a part of the system formed by the consolidation.” 

Nothing is given of the earnings of 1879, but of previous 
years the following statement is made of the combined earn- 


ings of the two divisions : 
Earnings Expenses. Net, 

Caen dans canis cde oad 872,527 $6,442,534 $2,430,173 
tiv schiagen paawee 8,485,792 6,524,827 1,960,965 
0 7,044,328 ».722, 994 1,921,324 

RRR eee AE ce 6,648,106 5,610,310 1,073.796 
RES. See "54,088 5,488,937 2,085,151 
Diab cc Weise ihavinae® 7,733,088 5,421,916 2,311,172 
AS SRS RRL th er es 8,322,867 5,451,941 2,870,926 


‘*The fixed charges, or interest and rentals, include the 
amount to be paid on the following lines, the earnings of 
which are not embraced in the statement, viz. : 








Miles. 

a ais ks oa Sana Koni ies de hm dbi 6963 noiwe's v8.0 259 
ncy, Missouri & Pacific Railway.......... ...scsecsesseees 98 

3s . Ae ; bs 04 
Omaha Extension. . 143 
ns sp icicded tues save cbnahseriebavecdepeeess 22 





616 
“In estimating the business of 1880, therefore, the addi- 
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quired lines should be included. 

“The combined earnings of the Wabash and the St. Louis, 
Kansas City & Northern railways on 1,299 miles of road 
operated in 1878 were $8,322,867, or at the rate of about 
$6,400 per mile. 

‘If we estimate the business of the new lines of 616 
miles at $5,500 per mile, the result would be as follows: 


RD MA BN TA ies chs Soi sescccdsen Sbusbebbete< $8,322,867 
ee TL I ois on tin ciidcae hon cbbedéanedashsans 3,388,000 
it bcs 04 Cickiwdd-. cas caebdnencambalaeaala $11,710,866 


* The additional equipment provided and to be delivered 
during the year 1 will require a further outlay of about 
$500,000, payable in installments. This sum is chargeable 
to construction account, and will eventually increase the 
funded debt of the company. It has been deemed wise to 
anticipate the inevitable wants of the company by early 
contracts for cars and engines, and consequently a large 
sum has already been saved to the company.” 


Galveston, Houston & Henderson. 


This company owns a line from Galveston, Tex., to Hous- 
ton, 50 miles, forming the chief and until recently the only 
rail connection between Galveston and the railroad system 
of Texas. The report is for the year ending Dec. 31. 

There is a bonded debt of $1,500,000, upon which interest 
has been only paid in part, although the net earnings have 
exceeded the annual charges. 

The freight tonnage for the year was; 1879, 205,220; 
1878, 174,300 ; increase, 30,920 tons, or 17.7 per cent. 
Nearly a | the business is through. Cotton carried was 266,- 
151 bales, all to Galveston, and received as follows: Inter- 
national & Great Northern road, 166,733; Galveston, 
Harrisburg & San Antonio, 41,448; Texas & New Orleans, 
9,859; Houston & Texas Central, ?,836; Houston City, 44,- 
268; way stations, 7; total, 266,151 bales. 

The earnings for the year were as follows: 


1879, 1878, Ine. or Dee. P.c, 

Gross earnings . $536,847 $495,440 1 $41,407 8.4 
| RE ES 307,287 =6310,845 D. 3,558 1.1 
Net earnings .., B220.560 $184,505 1. $44,065 24.4 
Gross earnings per mile. ... 10,737 9,909 I, 828 8.4 
vet - = Th ened 4,501 3,692 I, 800 24.4 
Per cent. of exps 57.24 62.75 D, 5.51 8.8 


The gross earnings were the largest since 1876, and the 
net the largest since 1873. The proportion of expenses to 
— was the smallest in any year since the road was 
openec . 

In the past three vears 24!¢ miles of t®ack have been re- 
newed and iron for 2!¢ miles more is on hand, The Buffalo 
Bayou bridge at Houston was destroyed by the storm of 
April last, and the Houston & Texas Central and Interna- 
tional & Great Northern bridges have since been used. Ma- 
terials for rebuilding the bridge are now on hand. 


West Chester & Philadelphia. 


This company owns a line from Philadelphia to West 
Chester, Pa., 26 miles. It formerly leased the West Chester 
Railroad, 9 miles, but during the past year this branch was 
sold to the Pennsylvania Railroad Company. 

The following statements are from the reports made at 
the recent annual meeting for the year ending Oct, 31, 

The traffic for the year was as follows: 





1878-79. 1877-78. Ine. or Dec. P.c. 
Passengers carried ........738,127 756,469 D. 18,542 24 
Tons freight carried 95,439 84,953 I 10,486 12.3 


The business is chiefly suburban, but some freight business 


is done incoal and materials to factories on the line. The 
earnings were as follows: 
1878-79. 1877-78. Inc. or Dec. P. ¢. 
Gross earnings $304,452.02 $312,486.64 D. $8,094.48 2.6 
Expenses.. - 175,916.57 170,111.02 1, 5,805.55 3.4 
Net earnings.... $128,535.45 $142,375.62 D. $13,840.17 9.7 
Gross earn, pet 
Ei ac aapeaness 11,700.70 8,928.19 I. 2,781.51 31.2 
Net earn per 
SA fexbesse cd 4,943.67 4,067.87 L 875.80 215 
Per cent, of exps. 57.77 A431, 354 61 


The increase in earnings per mile is due to the smaller 
mileage worked. Expenses include ground-rents paid, The 
increased freight business was carried at lower rates. 


Delaware, Lackawanna & Western. 

This company, with 196 miles of railroad owned and 463 
leased, and its large coal properties owned and controlled, 
makes only the following very brief statement for the year 
1879: 

The income account for the year was as follows: 

Gross earnings from all sources . . $19,942,290.93 
Expenses on all accounts . 16,131,839,20 
3,810,451.73 
3,624,430.66 





Net earnings.... ‘ Poe 
Interest on bonds and rental of leased lines 
186,021.07 
4,346, 125.01 


Actual profit for the year 

Add surplus Dec, 31, 1878 
. $4,532, 146.08 
873,800.03 


31, 1879... . $8,658,337.05 


No balance sheet is given this year, nor are the transporta- 
tion receipts and expenses given say tp from those of the 
coal business. The results for the last two years compare as 


Total surplus. . biee , 
Less cost of change of gauge, written off 


Balance of income, Dec 





follows: 
1870. 1878. Increase P, «. 
Gross receipts....... $19,942,201 $14,482,784 $5,450,507 37.8 
Gross expenses ..... 16,131,839 10,831,350 5,300,489 48.1 
Net earnings....... $3,810,452 $3,651,454 $159,018 4.5 
Interest and rentals, 3,624,431 3,610,725 13,706 04 
Net surplus.... ‘ $186,021 $40,709 $145,312 357.0 


The great increase was a)most all due to the better coal busi 
ness. The net surplus was equal to 0.71 per cent. on the 
stock. The report says: : 

‘“* By order of the board of managers the entire cost of the 
change of grade, heretofore kept a’ an asset, and, conse- 
quently, included in the surplus income of past years, has 
been entirely written off the books of the company, namely, 
$873,809.08, leaving income account surplus, Dec, 31, 1879, 
$3,658,337.05. Coal tonnage moved in 1879, 3,968,101 
tons. 





American Instruments for Australia. 

An order was lately received from Australia by Heller & 
Brightly, of Philadelphia, for several thousand dollars’ worth 
of instruments, including transits, levels and entire outfits 
for railroad surveying. Heretofore all instruments in use in 
that country have been procured from England, this being 
the first order sent to this country. The factory of Heller 
& Brightly is now worked to its full capacity, having 
less than 160 transits in progress, chiefly for mining and 
railroad companies in the West, 
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important improvements of old ones, ments in the 
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» publishec 


FROM THE OHIO TO THE SOUTH ATLANTIC. 





The Ohio valley and the South Atlantic states, though 
now connected by but a single direct railroad line (the 
Western Atlantic between Chattanooga and Atlanta), 
can be united by two additional lines by the construc- 
tion of comparatively short sections of railroad. This 
possibility lessens to some extent the importance of the 
acquisition of the Nashville, Chattanooga & St. Louis 
by the Louisville & Nashville, and very greatly reduces 
the danger to the Cincinnati Southern by that move- 
ment. Indeed, if the lease of the Central of Georgia to 
the Nushville & Chattanooga is not consummated, it 
does not-appear but that the Cincinnati Southern has 
all the chances for securing traffic that it ever had; and 
it even might be combined with the Central of Georgia 
and the Georgia Railroad so as to cut off the Louisville 
& Nashville line short at Atlanta; as the Western At- 
lantic is everybody’s road, and whoever gets to Chat- 
tanooga by that fact gets access to Atlanta 
on as good terms as anyone else can get. The alternate 
lines which we spoke of as easy to make would cross 
the mountains northeast of the Western & Atlantic 
route, and would form short routes to South Carolina, 
Savannah and Augusta, but less direct ones to other 
Georgia points, many of which, moreover, would be 
more effectively cut off by the fact that they can be 
reached only by the Georgia Central’s lines. One of 
these is the Blue Ridge Railroad, which was projected 
more than forty years ago, we believe, and the con- 
struction of which has been attacked from time to 
time, and then suspended. About 48 miles have been 
in operation for many years, and it was reported at 
‘one time that $3,000,000 had been expended on the 
heavy tunnel work beyond the present terminus at 
Walhalla. Tocomplete the road to Knoxville, 140 miles 
of road will have to be built across corners of 
South Carolina, Georgia and North Carolina and 
into Tennessee, some of which will be very 
costly. It is almost certain that in any event the 
Cincinnati Southern will have a connection with Knox- 
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ville, and through this a line would be made from 
Cincinnati to Charleston about 785 miles long, and one 
about 740 miles long to Augusta, and 880 miles long to 
Savannah. By the Cincinnati Southern via Chatta- 
nooga (Boyce’s station, rather, for Chattanooga is off 


| the line’ and Atlanta the distances by existing roads 


779 


from Cincinnati are 772 miles to Charleston, 635 to 


Augusta, and 757toSavannah. The Blue Ridge line 


| would probably be the harder one to work, and it cer 


tainly would have a much lighter local traffic to sup- 
port it. 

The other line is still nearer completion, and indeed 
seems likely to be built in any event. This crosses the 
mountains some 70 miles further to the northeast, 
and will be formed by the extension of the Spar- 
tanburg & Asheville Railroad from _ its present 
terminus at Hendersonville, N. C., northwestward 
to meet a Tennessee road, the Cincinnati, Cumberland 
Gap & Charleston, which has been for eighteen years 
in operation to Wolf Creek, within two or three miles 


5| of the North Carolina line and 82 miles eastward from 


Knoxville. The Tennessee road is owned by the East 
Tennessee, Virginia & Georgia Company, which is in 
good credit and condition. The most of the line to be 
built in North Carolina is» that of the Western North 


,| Carolina, which the state owns and is extending slowly. 


About 40 miles will complete the connection of this 
with the Tennessee system, which will indeed form a 
third line to the South Atlantic coast, but one so far 
north that it will compete rather with the railroads to 
New York, Baltimore and Richmond than with those 
to Savannah and Charleston. The Spartanburg & 
Asheville will reach this line by an extension of about 
20 miles, from Hendersonville to Asheville, so that by 
the construction of about 60 miles of new road a 
line will be opened from Knoxville to Charleston, Sa- 
vannah, and the adjacent country, as well as to Wil- 
mington and all North Carolina points, while west of 
Charleston but thirty or forty miles of road are re- 
quired to connect with the Cincinnati Southern, we 
believe; and we estimate roughly the distance from 
Cincinnati to Knoxville as not more than 3800 miles. 
Now the new road will give lines from Knoxville about 
485 miles long to Charleston, 390 to Augusta, 285 to 
Charlotte, N. C., and 470 to Wilmington. 

It must not be supposed, however, that these new 
routes over the Alleghenies will be accessible to the 
Cincinnati Southern alone. The Louisville & Nash- 
ville, or any other road that will go to Knoxville, can 
reach them just as well. More road will have to be 
built, however, to connect Knoxville with the Louis- 
ville & Nashville, the northern end of the Knoxville & 
Ohio being some eighty miles south of the eastern end 
of the ‘‘ Knoxville Branch” of the Louisville & Nash- 
ville. 

Considering the great activity of railread construc- 
tion in this country, and the density of the net-work 
almost everywhere east of the Mississippi, it seems 
strange that at this late day there should be no direct 
crossing of the Alleghenies south of the Chesapeake & 
Ohio Railroad until we reach Chattanooga, a distance 
of some 800 miles in an air line, especially as these 
mountains run across the direct. routes from the rich 
Ohio valley to the sea, and the products of this valley 
are in considerable demand in states southeast of the 
mountains. At this day the resident of Charlotte, 
S. C., less than 3800 miles from Knoxville and 
600 from Cincinnati, has to travel 208 miles 
north by east, to Lynchburg, and thence 3835 miles 
southeast, to get to Knoxville, passing over two 
long sides of an acute-angled triangle; and to go to 
Cincinnati he must journey 380 miles northeast to 
Washington, and thence 553 miles west. 

The explanation is that not only does the crossing of 
the mountains require difficult and costly construction, 
but for some 200 miles the. country on the line yields 
very little traffic of any kind. Even the one road 
through the valleys all the way (parallel with the 
mountain chain), the Atlantic, Mississippi & Ohio and 
the East Tennessee, Virginia & Georgia, though abso- 
lutely without competitors for local traffic (on the moun- 
tain divisions, for some hundreds of miles) gets but a 
moderate local support. Lines transverse to the moun- 
tains of course would get less, besides having to 
compete in the fertile district with this 
valley line. Moreover, although there is consid- 
erable demand in North and South Carolina 
and more in Georgia for the products of the 
Ohio Valley, these are not very populous states, and 
the interchange of products does not crowd the few 
existing lines by any means. If any export trade in 
Western products had been developed from South At- 
lantic ports, this would have promoted the construc- 
tion of new lines. These ports are quite as near Ohio 
Valley cities as any northern ports. with the exception 
of Baltimore, perhaps, and the fact that they have 
actually a large cotton export trade long developed is 


most 
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a great advantage, as the vessels are already in the 
habit of going to these ports for cargoes. But hitherto 
the price of carriage to North Atlantic ports has been 
so extremely low that the existing roads from St. 
Louis and Louisville to Savannah, Charleston and Port 
Royal have seemed not to find it worth their 
while to compete for a share of it, and if that 
is the case, of course it would not pay to 
build new roads to get it. But with the very short dis- 
tance that remains to be built to connect North Caro- 
lina with East Tennessee, we may be sure that its com- 
pletion will not be long delayed, This short missing 
link, at least, ought to be justified by the existing local 
interchanges, and, once done, it is sure to havean effect 
on the entire traffic between the Ohio valley and the 
Southeastern seaboard states, reaching north to Vir- 
ginia and south to Florida. The whole North Carolina 
system of railroads ought to profit by it, but it would 
introduce a new competitor of the Chesapeake & Ohio 
and the East Tennessee, Virginia & Georgia, as well as 
of the Western & Atlantic and its connections, for cer- 
tain branches of traffic. 


LOCOMOTIVE BOILER EXPLOSIONS. 


In the article on this subject published last week it 
was stated that probably nineteen explosions out of 
twenty were due to one of the three following 
causes : 

1. Corrosion or cracking of plates. 

2. Insufficient or badly-designed bracing. 

3. Broken stay-bolts. 

It was also shown that the effect of the first of these 
causes would be very much diminished, if not entirely 
eliminated, if pure or non-corrosive feed-water was 
used, if the horizontal seams were placed so far above 
the water-line as not to be exposed to the action of the 
water, and if boilers were well made, truly cylindrical, 
and the other seams and attachments were made so as 
not to produce any cross strain or bending effect in the 
boiler plates. 





With reference to the use of pure feed-water, it is 
surprising that it has not received more attention from 
railroad managers. On roads supplied with water of 
a corrosive nature, or which forms incrustation, the 
cost of having the feed-water analyzed would probably 
be repaid a hundred or a thousand-fold by indicat- 
ing which water should not be used. It always hap- 
pens that at some points where water is supplied it is 
better than at others, and sometimes that water at 
some one point is especially destructive to boilers, and 
the fact may not be suspected at all. To be informed 
of this by an analysis would be the most useful kind 
of information to a railroad company. 

In most explosions, the rupture begins along a _hori- 
zontal seam, and is generally due to deterioration 
from corrosion at such points. As pointed out last 
week, its action is very much lessened, if not entirely 
prevented, if the horizontal seams are placed so high 
up in the steam-space as not to be exposed. to the ac- 
tion of the water. This can usually be done without 
much difficulty, and there is now no trouble in getting 
boiler plates large enough to make each ring in the 
waist in one piece. There is more trouble, though, 
with the outside shell of the fire-box. In this itis cus- 
tomary to make each side of a separate plate, and the 
roof or outside crown-sheet in another plate. The 
sides are riveted to the crown by seams located about 
the point where the round portion of the roof joins the 
flat sides. As will be shown further on, seams at this 
place are especially subject to transverse strains, while 
at the same time they are exposed to the action of the 
water where the currents are more rapid probably 
than any where else in the boiler. Some improvement 
on this form of construction is therefore desirable. 

The effect of the bending action on the plates which 
occurs when ordinary lap seams are used was ex- 
plained last week, but owing to the bad printing of 
the engravings the description was almost unintel- 
ligible. It will therefore be repeated, and is as follows: 
If two pieces of boiler plate are riveted together as 
shown in figs. 1 and 2, and are put into a testing ma- 
chine and subjected to a sufficient tensile strain, they 
will assume the form shown in the section, fig. 3; that 
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is, the plates having a tendency to draw in a straight 
line will be bent along the edges of the lap, as shown 
ataand b. Asimilar effect occurs in the seams of 
boilers every time the latter are subjected to a pressure. 

To prevent this, what are known as welted lap 
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seams are used, which are represented in figs. 4 
and 5. These are made like an ordinary lap 
seam, but with a covering strap on the inside, as 
shown. This plan, though, only partly remedies the 
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evil, as will beseen from the engravings. In Europe 
what are called butt-joints, with double welts or cover- 
ing plates (figs. 6 and 7), are used a great deal. 
If these are curved into the form of the shell of the 
boiler, it will be seen that the strain will be distributed 
uniformly without any cross strain or bending effect 
on the plates. An objection which has been made to 
the use of such seams here is that they require four 
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rows of rivets in order to make them as strong as a 

double-riveted lap seam, or a lap-welded seam, like 

that represented by figs.4and 5. The fact ir, thoug?, | 
that experiments have indicated that a butt-joint, 

with two welts and two rows of riv«ts, is as strong as 

an ordinary double-riveted lap seam, and that with 

four rows of rivets, as shown in fig. 7, it is a great deal 

stronger. The additional cost of a locomotive boiler, 

if all the horizontal seams are made with butt-joints, 

double covering plates and four rows of rivets, would | 
be so little that it would seem that the increased safety 

would much more than compensate for it. By using 

this form of construction for all the horizontal seams, 

and by making each ring of the boiler in one plate and 

placing the seams on top, it would diminish very 

largely one very prolific cause of boiler explosions. 

With the present method of construction, it would 
generally be regarded as impracticable to place the 
horizontal seams of the outside shell of the fire-box on 
top, because usually in this country the dome is over 
the fire box. There can be no doubt, though, that 
when these seams are placed on the sides of the fire-box 
they are a prolific source of danger. 

The following report of the explosion of the ‘‘ Saco,” 
in the city of Portland, in 1874, is an example. of 
which a number might be quoted, of an explosion 
which was, in part, at least, due to the location of 
these seams on the sides. The explosion is described as 
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of the furnace—as shown at A and B, fig. 9—and a line of 
screw stay-bolts was placed as near as possible to the inner 
lap of the seams. The breadth of the fire-box body was less 
than the diameter of the shell crown, which consequently 
formed something more than a semi-cylinder. A goodly num- 
ber of vertical stays connected the furnace crownand the shell 
crown. On the day of the accident the fireman reported a 
leak in or near the seam on the left side, and shortly after 
the shell crown turned over toward the right side, hingeing 
on the top line of screw stays on the — side; breaking 
along this line on both sides almost simultaneously, it flew 
away with the dome and broken stay-rods into an adjoining 
field. The engineer was instantly killed, but the fireman 
and others who were on the tender escaped with slight in- 
juries.” 

'The explosion of the boiler of the tug-boat ‘ Pop- 
ham” at Bath, Maine, was of the same character, or 
it resembled more closely that of the locomotive 
** Lehigh ” which vccurred at Hoboken last November, 
and was described in the Railroad Gazette of Jan. 23. 
The explosion of the boiler of the steamer ‘ Adelphi” 
at South Norwalk, Conn., in 1878, where 15 people 
were killed and many injured, was also of a similar 
kind. 

In all these explosions we have, first, a horizontal 
seam on the side where the circular part of the fire- 
box shell joins the flat sides, with an accompanying 
furrow or crack near the edge of that seam; second, 
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vertical stays from the crown-sheet to the outer shell 
or roof attached by crow-feet, and, third, the sides tied } 
together by cross braces or attached to the inside fire- 
box by stays or bolts. 

This leads naturally to a consideration of the cause 
of this kind of explosions. In each of the cases 
named the immediate cause was the existence of a 
horizontal furrow or crack at the point indicated. But 
what caused the furrow or crack? As has _ been 
pointed out, experience shows that such defects are 
caused wherever boiler plates are subjected to local 
bending or cross strains. This bending always occurs 
when a lap seam is subjected to a tensile strain. 
There can then be no doubt that the location of the 
seams at the point indicated is in part the cause of the 
local corrosion or fracture. But in the case of the 
** Lehigh,” although there were horizontal seams at the 
sides of the fire-box shell (as shown just below, c c, fig. 
10), the fracture did not occur close to the seam, but 
above the crow-feet, cc, to which the cross braces j j 
were attached. These crow-feet were fastened to the 
outer shell just above the horizontal seams referred to. 
Now what caused the crack at the point where it was 
found? A little examination of the nature of the 
strains to which the boiler was subjected may shed 
some light on this. 

Fig. 10 is a cross section of the boiler of the *‘ Le- 
high” back of the dome, showing the crown-bars and 
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braces. The latter, it will be noticed, are nearly verti- 





pended to a surface of the outer shell 84 in. long 
xX 30 in. wide. The fire-box was 7 ft. 6 in. long inside. 
But the pressure is exerted not only on top of the 
crown-sheet, but on top of the surface of the mud-ring. 
The pressure on the latter, though, is partly resisted 
by the rivets and the outer plates to which it is at- 
tached. We will therefore take half its area as expos- 
ed to pressure which must be resisted by the crown- 
braces, or sling-stays, as they are sometimes called 
This area would be about 938 in. by 39, or 3,627 square 
inches. With steam of 130 lbs. per squ*re inch, the 
downward pressure on this would be 471,510 lbs., 
which, it must be remembered, is suspended to anarea 
of the outer shell 84 x 30 in, =2,520 square inches, which 
would be subjected to an upward pressure of 327,600 
Ibs. It will thus be seen that the portion of the outer 
shell from which the fire-box is suspended has 143,910 
lbs. more of pressure pulling it downward 
than there is pushing it upward. It 
is, of course, true that the upward pres- 
ure against the outer shell balances exactly that down- 
ward in the fire-box ; but as this and many other 
boilers are constructed, the downward pressure is re- 
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sisted by only a portion of the outer shell, and, owing 
to the inequality of the strains, more or less distortion 
of the shell must tuke place. If a heavy weight were 
placed on top of the boiler over G, G, fig. 10, the effect 
would be the same as loading an arch on the crown 
and not at the flanks, that is, the portion at A would 
have a tendency to spring out into the position of the 
dotted line at that point. An exactly similar effect 
takes place with a boiler constructed like that of the 
“Lehigh,” that is, the unequal strain in the crown has 
the effect of springing the shell into the position indi- 
cated, and thus bending the plates more or less at the 
crow-feet at C, and at the top of H, thus ultimately 
producing a crack or furrow at that point. 

To make this a little more impressive, let it be sup- 
posed that it had been possible to place the whole 
weight of a loaded locomotive and tender, like that of 
the ‘‘ Lehigh,” on top of its fire-box shell, so that their 
whole weight would rest on the area of the shell, to 
which the crow-feet were attached. Any one would 
say at once that this would have produced an injurious 
strain on the boiler, and yet, as a matter of fact, the 
boiler, when it was under a full head cf steam, was 
subject to a strain all the time considerably greater 
than that due to such a weight. 

There can be no doubt, too, that attaching braces to 
the outer shell by crow-feet, especially if they are of 
small size, has the effect of producing local bending, 
and therefore a much better plan is to use angle or T 
iron—preferably the latter—and attach it to the inside 
of the shell, extending all the way around, as 
shown at j /, fig. 11, and down on the sides as 
far as practicable. Instead of being placed vertically 
the crown-braces or sling-stays, gl 7, may then be 
placed radial to the outer shell, as shown. In this way 
the strain is much more equally distributed over the 
surface of theshell, and the tendency to distort or bend 
it is very much diminished, or entirely removed, It 
is true that inclining the crown-braces produces more 
or less tensile strain on the crown-bars, but they are 
abundantly strong to resist it, and if they are placed 
crosswise there is no difficulty arising from this cause. 





It would also be desirable, as has been stated, to place 
the seams which are usually located ate c, fig. 10, up 
|in the steam space. The difficulty of doing this when 
| the dome is placed over the fire-box has already been 
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The distance measured crosswise over those by which | signed by Mr. D. Drummond, the Locomotive Superin- 
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Railroad, was four years old. The boiler was made of *-in. the longitudinal distance from thé front crow-feet to Engineering of Dec, 12, 1879, a method of doing th 


Bay State plates, and was worked at 113 Ibs. pressure. The 
crown of the shell over the furnace was joined to the sides | 
by double-riveted seams about eight inchee below the crown 
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| is described as follows: 
* The boiler is fitted with a small dome, and the base of the 
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ring of the barrel, on which the dome is placed, has its butt- 
joint placed at the top, the lower of the base of the 
dome having the butt-strips for this joint welded to it.” 

The dome in this engine was placed on the barrel of 
the boiler on the first ring in front of the fire-box. 
This method of construction suggests, however, that if 
a butt-joint was used, the seam could be placed on top 
andin the centre of the fire-box shell, and plates ex- 
tending from that point down to the mud-ring could 
then be used in one piece. The dome could be attached 
toa wrought-iron ring riveted to the fire-box shell, 
English fashion, which is an excellent plan, or, if it 
was also made with a butt-joint, tne covering strips or 
welts for the shell could be bent at right angles and 
carried up in one piece and attached to the seam on the 
dome, Other methods of construction will suggest 
theroselves, but Mr. Drummond’s plan indicates the 
practicability of getting rid of the side seams, which 
appears very desirable. 

If this were done, the only horizontal seams which 
would then remain would be those in the throat sheets, 
By making these in the form of butt-joints with large 
covering strips, double or treble-riveted, their strength 
would be so much increased over what it is now that 
they would probably not be a source of much trouble. 
Besides, the facility with which these covering plates 
could be removed would give a great advantage in 
making repairs and also in inspecting the boilers. The 
latter branch of the subject, though, must be reserved 
for another article. 

The ideal boiler would be made of plates rolled in 
solid rings, and therefore without seams. Thus far 
this ideal can not be realized in practice, but the fol- 
lowing paragraph from Engineering of Aug. 1, 1879, 
indicates that it may not be long before boilers may be 
made in that way: 

‘Yesterday afternoon a large number of engineers visited 
the Park View Steel Works, Owlerton, near Sheffield, for the 
purpose of viewing Mr. George Whitehead’s new process for 
producing weldless and seamless steel and iron boilers. The 
process demonstrated is as follows: A ring of steel is cast 
and heated. Then itis placed upon a large roller, and b 
the aid of smaller rollers it is enlarged to the requisite di- 
mensions. The ring is run from one end of the roller to the 
other, and is returned by a reversing of the machinery. The 
other portions necessary for the completion of the boiler are 
subsequently puton with bolts. Mr. Whitehead states that 
boilers constructed on this process stand twice the pressure 
of those made of riveted plates.” 

Probably before long boiler rings of the kind 
described, of certain regular sizes, will be manufac- 
tured to order, but until that time arrives we must be 
content with the best methods of making riveted 
BeUTILS. . 

It should be added, perhaps, that the boiler and the 
explosion of the “Lehigh” has been selected as the 
text of this discussion, not because its defects were 
greater than those of most boilers—in reality it was 
much better than four out of five that are built—but 
because it was an illustration, and a very impressive 
one, of a kind of construction whose defects are not 
generally recognized or understood, 


Remembering What Happened. 


The recently reported decision of the Alabama Su- 
preme Court in Tanner vs, the Louisville & Nashville 
Railroad Company illustrates how attentive employés 
may render valuable service to the company by care in 
memorizing the exact circumstances of a casualty. 
The company was sued under peculiar circumstances. 
Tanner was killed bya train while riding on horseback 
along the track. An ordinary traveler has, of course, 
no bustness to ride upon the track, and would be held 
to do so at his own risk. The answer made to this 
point, urged against the Tanner suit, were, first, that 
the purpose of his taking tothe track in the manner 
he did was to examine and mark cross-ties which he 
was supplying to the road to be used in repairs ; a duty 
to the company which justified, and indeed neccessi- 
tated, his traveling on the road-bed; and, second, that 
he was wantonly run over, no pains or care having been 
taken by the engineer to avoid injury. It appeared that 
the train overtook Tanner, as he was riding along the 
track ; the engineer and fireman saw him and the 
whistle was blown ; he saw the train approaching and 
endeavored to urge his horse forward to reach a high- 
way crossing a little in advance where he might best 
turn off ; but the horse became frightened by the en- 
gine, and threw him, and he fell upon the track, 
stunned, and unable to exert himself. The horse es- 
caped unhurt ; the man was killed. Whether to ascribe 
his death to the fall or to his hurts from the wheels, and 
whether to lay the blame to the management of the 
engine, and the want of such care as an engineer is 
bound to take to avoid injuring even a trespasser on 
the track needlessly, or to attribute it to the unman- 
aygeability of the horse by which the rider was thrown 
under the wheels in a manner and at a moment which 
the engineer could not anticipate, were questions upon 
which the case was, and is yet to be, we believe, 
sharvly contested. A verdict for damages against the 
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company was, in the Supreme Court, and on reviewing 
the testimony of the train-hands, set aside, and a new 
trial ordered. 

Our purpose in mentioning the case is to call atten- 
tion to the frequency of casualties in which the inter- 
ests of the company and its defense against a claim for 
damages must depend on the clearness and accuracy 
with which employés observe and remember small de- 
tails of the injured person’s conduct. The courts have a 
firmly-settled rule that if negligence of the injured per- 
son materially contributed to the mischief of which he 
complains, he cannot have damages for negligence of 
the company’s servants. To gain a verdict in any of 
the ordinary suits for railroad accidents the jury must 
be satisfied that the company’s agents were in fault, 
and that the sufferer was notso. If the indications of 
negligence, foolhardiness, forgetfulness, disobedience 
of regulations or the like, on the sufferer’s part, are 
noted and remembered with distinctness by the em- 
ployé, an unfounded claim for damages may be re- 
pelled, 
cast in an undeserved verdict. Proof of contributive 
negligence must usually be secured from the employés. 
In the Tanner case, for example, there were no other 
witnesses. The man himself was dead. There were 
no bystauders, for the affair occurred in the fields or 
woods remote from any station, and no passengers, for 
the train was only an engine and caboose car. It was 
what the employés noticed and remembered of Tan- 
ner’s conduct and demeanor that gave the company 


If they are not, the company may easily be 


the only means it could have of defending the suit. 
Their testimony was clear and consistent, and secured, 
at least for the time being, a victory 

Hundreds of suits for minor casualties are prose- 
cuted in the courts, in which this memory of details 
on the part of employés is of high value to a com- 
pany live stock suffer 
from neglect by the shipper’s agents mn charge ; 


in its defense. Cases where 
wheve 
a passenger jumps off a moving train, or is put off by 
the conductor for disorderly conduct or violation of 
rules, or is injured by a collision which would not 
have hurt him if he had not been riding in the bag- 
gage-car or on the platform, contrary to rule; where 
baggage or freight miscarries in consequence of error 
or indistinctness in the owner's directions about check- 
ing or addresses, or from the berth in the 
sleeping-car through his neglect ; where heedless per- 
sons walking upon or crossing the track are run over, 
or, walking carelessly about the depot, fall on defect- 
ive or slippery spots. In preparing a defense in all 
such suits, the attorney of the corporation necessarily 
depends very much upon any clear-headed man in the 
service of the road who saw the affair, knew the im- 
portance of the details of plaintiff ’s behavior, noticed 
them carefully, and remembered them accurately and 
positively, This is a matter which cannot be covered 
by forecast of the directors. It depends upon the 
men, The attorney is likely to have a good word for 
brakeman, fireman or porter who shows the qualities 


is stolen 


of a good witness in a case involving contributive 
negligence, 

The Van Patten case, on the Chicago, Burlington & 
Quincy road, affords a good illustration. Matthew 
Van Patten was run over at a highway crossing, and 
his widow sued for damages. The company indeed 
disputed her charge of negligence in running the 
train, but on this branch of the case the verdict of the 
jury was: We find the greatest negligence on the 
part of defendant’s servants in causing the death of 
Van Patten. And they specified that the persons in 
charge of the train drove it, in approaching the cross- 
ing, at an excessive and, indeed, prohibited speed, and 
that they entirely neglected to give signals. The com- 
pany would, therefore, unquestionably have had to 
pay a heavy verdict if they had not been able to prove 
the other branch of their defense : negligence on Van 
Patten’s part, contributing to his injuries. As to this, 
the circumstances proved were that just upon the time 
the train was due, Van Patten drove along the highway 
toward the crossing, in his wagon, drawn by two 
mules. It was acold winter day, and he was so muf- 
fled up as to prevent his hearing a bell or whistle, if 
sounded. The highway at that place ran for some 
distance nearly parallel with the track, then turned 
and ran across it. At the turning a travéler could see 
along the track far enough to observe a coming train 
in season to stop andavoid danger. Van Patten did 
not look in the direction from which the train was ap- 
proaching, but kept his head averted, watching appar- 
ently some persons who were driving hogs, and thus 
without attempting to check his team drove upon the 
track at the fatal moment, and was struck down by 
the engine. Now this isa very common case, a type 
of a class of casualties of monthly occurrence. The 
courts have in a number of cases held that driving upon 
a track, without looking or listening for an ap- 
proaching train, at least if done at a time 





when a train may probably be due, is such 
negligence as deprives the traveler of an ac- 
tion, if run over. Exceptions may exist, in special cir- 
cumstances, as where the road is so made or obstructed 
that any useful view is impracticable, where the 
traveler is misled by backing cf a train or by double 
trains; but the general rule is that the traveler is 
bound to look and listen. His failure to do so isa 
complete defense to the company. Yet it cannot, 
usually, be established in their behalf from the plain- 
tiffs witnesses. The traveler is, perhaps, killed; if 
not, he does not admit that he drove on the track with- 
out watching. There may be bystanders who took 
notice ; but this is accidental. The testimony of the 
train hands must usually be the means by which the 
fact can be established. In the Van Patten case, the 
proof which the company was able to make, that he 
drove on the track without turning to look beth ways, 
gave it the victory in the Supreme Court, notwith- 
standing the jury had found ‘ the greatest negligence” 
against the management of the train, and had 
awarded the widow $5,000. 

The matter of a passenger’s receiving injury while 
attempting to go from one car to another may often 
present opportunity for watchfulness and sound 
memory by train-hands. In perhaps a majority of cir- 
cumstances, a passenger is chargeable with negligence 
who essays to change his car while the train is in mo- 
tion. Yet slight facts may take a particular instance 
out from such a rule, if, indeed, the rule be conceded, 
The company’s protection against an unjust verdict in 
such cases must usually be in distinct, trustworthy tes- 
timony to the exact facts from the men in its employ. 
The passenger’s story will be colored by interest, and 
the fellow-passengers, even if they noticed what took 
place, cannot be found when wanted. The story of 
Mary Manson is one of this class. She was less than 
nine years old ; was traveling with her mother; and 
the took the train at Crestline, 
being and wholly inexperienced in 
railroad blundered into the smoking-car. 
When the conductor came through for tickets he 
said something to the mother about going to the next 
car. She testified that he directed her to change at 
the next station; gave no reason; but she supposed she 
was required to make the change. He. testified that 
he did not give any order, merely suggested the move 
‘*more comfortable” for her and her child. When 
the brakeman called the next station, and the cars were 
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foreigners 


travel, 
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stopping and other passengers were leaving, the mother 
and daughter went out upon the platform to change. 
As they were stepping from one car to the other the 
train gave an unexpected jerk, the little girl was 
thrown off, and fell under the wheels, and, by further 
unfortunate management, her arms were both cut off. 
The defense was contributive negligence. A conduct- 
two brakemen and a car porter were involved, 
more or less, in the casualty, and their testimony was 
entirely in a muddle as to the precise facts. Whether 
the cars had entirely stopped and were carelessly 
started anew, or had not quite stopped; how the brake- 
man manipulated the brakes; why the conductor. did 
not assist his passengers; why the cars were not 
stopped instantly when the child fell, and other small 
details by which, perhaps, carelessness on the mother’s 
part might have been established, could not be reliably 
ascertained. The employés differed among them- 
selves in their accounts. And the jury found a verdict 
for $12,000, which the court reduced to $9,000, and af- 
firmed. 

Such instances might be multiplied indefinitely. 
The three given are enough to show that whether or 
not a company is to have the just benefit of the doc- 
trine of contributive negligence must depend very 
much on the voluntary attentiveness of the train-hands 
on the spot, ata casualty, to small details of the af- 
fair. 


or, 


Earnings in December and in the Year 1879. 


In our usual monthly tables of earnings published 
last week we had reports of earnings for December 
from the unusually large number of 42 railroads, with 
an aggregate of 23,858 miles of road this year, which 
is about 28 per cent. of the total in operation in the 
United States. These roads, with 9.2 per cent. more 
road than the previous year, earned 29.7 per cent. more 
money—$16,329,635 against $12,594,621; their average 
earnings per mile having increased from $576 to $684, 
or 18.8 per cent. Of the 42 roads reporting only two 
had smaller total earnings in 1879 than in 1878, and 
only three smaller earnings per mile of road. Many 
of the increases are very great—in several cases 60 and 
75 per cent. The increase is the more remarkable be- 
cause December was a good month for earnings on 
many roads in 1878. 

The following table of earnings per mile of road for 
five years covers too few roads to serve as a safe guide 
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as tothe general course of earnings for this period, 
but it nevertheless has some significance: 


December Earnings per Mile of — Five Years. 
1875. 1876, 1877. 1878. 1879. 








Atch., » Top.  ) eer .$23L $270 $333 $373 «$509 
& North... - 276 246 306 287 389 

Cairo & St. Louis... 192s «116 et 129 195 
Central Pacific... 988 873 655 693 561 
e em ago & Alton 568 551 467 503 637 
., & East. I. Set cae 361 398 503 


Chi, , Mil. & St. P 
Chic. & N. W.... .. 
Cleve., Mt. V. & Del 
Hannibal & St. Jo 
I. Cen,, in Til 

Ill, Cen., in lowa 





Int. & Gt. North. . RS ef 414 432 386 432 407 
Mem., Pad. & eee ioe 149 169 158 185 
Mo., Kan. SPUNEBGivehss déecnex0 376 377 326 309 4835 
aN 7 Sa rere 551 587 598 574 627 
Nash., Chat. @8t.L.... ...0+. 482 408 467 428 dB 
Sf “ee aeeeeer as need 166 138 203 
ll | ee ae 1,656 1,518 1,957 
Phila. . Reading. aS 992 1,680 1,102 1,558 
St. L., A. & T. H. Belleville Line 716 765 583. 684 S84 
St. L., Iron Mt. &S a 726 741 768 689 970 
St. L. & San Franci ins eee ‘eile 342 331 313 446 
Tol., P. & Warsaw,... ....... 493 414 383 371 472 
Unicn Pacific... . ; . 870 918 763° =820 1,004 


In this table 24 ‘roads: report December earnings 
for the past three years, 20 for the past four years, and 
18 for the past five years, besides one for all the years 
except 1877. Twenty-two out of 24 in 1879 had larger 
December earnings than in 1878; 20 out of 24 larger 
than in 1877; 18 out of 21 larger than in 1876, and 11 
out of 19 larger than in 1875, The roads that had 
larger earnings per mile in 1875 than in 1879 are the 
Central Pacific, the Chicago, Milwaukee & St. Paul, 
the Illinois Central in Illinois, the Illinois Central in 
Iowa, the International & Great Northern and the 
Toledo, Peoria & Warsaw. 

The roads which have a large increase of new mile- 
age since 1878, which usually has light earnings and 
brings down the average per mile for the whole sys- 
tem, are the Atchison & Nebraska, the Atchison, To- 
peka & Santa Fe, the Central Pacific, the Chicago 
& Alton, the Chicago & Northwestern, the Chicago, 
Milwaukee & St. Paul, the Kansas City, Lawrence & 
Southern, the Louisville & Nashville, the Philadelphia 
& Reading and the St. Paul & Sioux City: yet all but 
the Central Pacific and the St. Paul & Sioux City show 
larger—in some cases very much larger—earnings per 
mile. 

For the calendar year our table last week had reports 
from 44 railroads, with 24,654 miles of road, which is 
5.6 per cent. more than they worked in 1878. These 44 
roads earned in the aggregate $179,634,159, which is 
$17,862,874, or 11 per cent., more than they earned in 
1878, their earnings per mile of road having increased 
from $6,927 to $7,282, or 5.1 per cent. 

Last year at this time our table for the year had re- 
ports from but 29 roads, but these had 82, per cent. of 
the mileage of the 44 roads in our table last week. 
The table last year showed almost exactly the same 
result in 1878 as in 1877—average earnings per mile 
being $7,926 in 1878 and one dollar less than in the 
previous year. Later in the year (May 23, page 288) 
we gave a table containing reports from 89 rail- 
roads, with 29,835 miles of road. This showed an 
increase in average earnings per mile of road from 
$7,304 to $7,437, or 1.8 per cent. Nineteen of the 
44 roads reporting this year were not in this large 
table, however, and we may not assume that the 
average increase of 5 per cent. in earnings per mile 
has been general in 1879. Our long list last May 
showed that expenses had been slightly less in 1878 
than in 1877. Probably 1879 will show some increase 
over 1878, as 1880 will certainly show a decided in- 
crease over 1879, and the increase of net earnings will 
be somewhat less than the increase of gross earnings, 
whatever that may be. 


Record. of New Railroad Construction. 





This number of the Railroad Gazette contains informa- 
tion of the completion of new railroads as follows : 

Indianapolis, Decatur & Springfield. — Extended east- 
ward to Indianapolis, Ind., 11 miles, completing the road. 

Milwaukee, Lake Shore d& Western.—The Oshkosh Branch 
is extended southward to Oshkosh, Wis., 11 miles, com- 
pleting it. é 

Kansas City, Lawrence & Southern.—The Southern Kan- 
sas line is extended west to Burden, Kan., 9 miles. 

Pawtuxet Valley.—Extended from Lippitt, R. L., east by 
north to Auburn, 7 miles 

Nevada Central.—Extended south to a point eighty miles 
from Battle Mounfain, Nev., an extension of 20 miles. 
Gauge, 3 feet. 

Pittsbur;h & Western.—Extended from Zelienople, Pa., 
westward 4 miles. Gauge, 3 ft. 

Northwestern Grand Trunk.—Completed by laying track 
from near Valparaiso, Ind., westward 151 miles. 

This is a total of 774 miles, making 176 miles reported 
thus far in 1880—some miles of which were probably laid in 
1879. The open winter has permitted the laying of an 
amount of track unusually large for this time of year. 


THE GRAIN MOVEMENT TO THE EAST seems to grow lighter 
and lighter, and the movement from lake ports and the 
northern portion of the producing district is very light in- 
deed. Complaint is made that the roads are so bad in the 
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Cestiwens 8 that farmers cannot bring their grain to the sta- 
tions, but still the receipts at Northwestern markets 
have been very large, only equalled two or three times in a 
winter week previous to last winter. The receipts at the 
seaboard are chiefly from the Ohio valley and the southern 
portion of the grain-producing district, and would be called 
large in any other year; but the vast accumulations at 
Northwestern markets, together with the stocks still in farm- 


486 | ers’ hands, show that they are small for this year. Prices 


continue to be so much higher in the West than in the East, 
and in the East than in Europe, notwithstanding a fall last 
week, that the natural movement is greatly limited. There 
is an enormous tonnage in New York harbor waiting for car- 
goes, but exports have been comparatively light. The 
New York railroads have very, very little grain to 
carry, and the railroads to other cities not much. 
This is the time of year when the railroads would like best to 
do the carrying—at least they would like enough now to keep 
their rolling-stock busy ; but apparently if they were to 
carry for nothing they would have business only until the 
sea-board store-houses were filled, which would not take long, 
for they are pretty nearly full already. In New York, the 
number of bushels in store is nearly one half greater than at 
the same time last year, and the total ‘‘ visible supply ” at 
lake and seaboard ports Jan. 24 was 51,300,000 bushels this 
year, against 39,800,000 in 1879, and 24,900,000 in 1878. 
There was a large increase of wheat exports in the week 
ending Jan. 28, however, after the price had fallen some- 
what. Under ordinary circumstances,—that is, with only 
the ordinary accumutation at lake ports,—it would probably 
be good policy to reduce rail rates about this time, to prevent 
holding till navigation opens ; but the elevators being sub- 
stantially full already, this argument does not tell. 
Future arrivals at thése ports cannot be held, and with 
such an enormous accumulation, and the great demand for 
vessels for carrying iron ore and lumber, already proved 
by the making of contracts for high prices, it is all but 
certain that the vessels will get high rates inthe spring, and 
consequently that the railroads will be able to secure traffic 
at remunerative rates after navigation opens. If they 
should reduce the rates to a very low figure now, and the 
grain should come forward, then there would be such com- 
petition for freights by the vessels in the spring and summer 
that probably the railroads could not get more than 15 or 20 
cents per 100 Ibs, for carrying them, which will not pay ex- 
penses as prices are now. 


THE NASHVILLE & CHATTANOOGA PURCHASE may possibly 
not result inthe full control of the road by the Louisville 
& Nashville. There is a great deal of excitement over the 
subject in Tennessee, and especially at Nashville, the head- 
quarters of the Nashville Chattanooga & St.Louis Company, 
where a public meeting has been held, and the doctrine 
advanced by a leading lawyer that the state would not per- 
mit the management of the road by a foreign corporation, 
at least not without some special guarantees to be put into 
the form of an amended charter, or otherwise so as to have 
a lasting effect. Dr. Standiford, the President of the Louis- 
ville & Nashville, made a speech at this meeting, and prom- 
ised that the city should have every possibie consideration, 
and really it does not appear what it or the state 
has to fear, for, as in most cases of the kind, the 
advantages to the public will probably be quite 
as great as those to the corporations, The  Brit- 
ish Amalgamatjons Committee Report sets this forth 
very clearly, as well as the experience of almost 
every part of the North, though it is true that sometimes 
individual places that were unduly favored before a consoli- 
dation have to come down to something like a level with the 
rest of the world afterward. But reasonableness does not 
often have much to do with popular feeling in cases 
of this kind. Tennessee as a state, as well as Nashville 
as a city, has always been jealous of Kentucky or other 
foreign influence on its railroad system. There was decided 
opposition to the acquisition of the Nashville & Decatur by 
the Louisville & Nashville years ago, which was one of the 
best things for Nashville that ever happened, and it is often 
just as necessary for a railroad company to take account of 
popular prejudice, however ill-founded, as of a chain of 
mountains or a _ flood; it exists and it has 
more or less power, according to the rights of the corpora- 
tion in the case under the law. If, however, the state of 
Tennessee can and is disposed to refuse the owners of a legal 
voting majority of the stock of one of its railroad corpora- 
tions the right to choose the directors and dictate the man- 
agement of the road, under the limitations of the laws, 
then evidently foreigners had better not put their money 
into Tennessee railroad property. Extortion and unjust 
discrimination the state has the right and power to prevent, 
whoever and wherever the stockholders and directors; but 
to take away the legitimate management of the property 
from its owners would be gross tyranny. 

We understand that the lease of the Central of Georgia will 
not be completed, the Central itself refusing ; and it is 
also said that not the Nashville & Chattanooga, but if any 
one, President Cole himself, controls the corporation work- 
ing the Western & Atlantic. 


THE CINCINNATI SOUTHERN may be the occasion of a 
Southern railroad war of greater or less duration. The 
tender point is the relation of rates from Cincinnati to rates 
from Louisville to Chattanooga and points further south. 
The distance from Louisville to Chattanooga is 336 miles by 
the Louisville & Nashville and the Nashville, Chattanooga 
& St. Louis, which is precisely the same as the distance from 





Cincinnati by the Cincinnati Southern ; but to most points 
in the South west of Georgia and that can be reached 
by the Louisville & Nashville’s line from Nashville through 


Decatur to PRON the distance is dhiadderatly less 
from Louisville—490 miles to Montgomery against 649 from 
Cincinnati by the Southern road, etc. The Cincinnati South- 
ern people demand equal rates from Cincinnati and Louis- 
ville ; the Louisville & Nashville insists that rates shall be 
lower from Louisville. Hitherto all Cincinnati traffic with 
the South to points as far east as Decatur or Montgomery 
has had to go by way of Louisville, making the distance 
110 miles greater than from Louisville. As the Louisville & 
Nashville will continue to work for Cincinnati traffic, if 
Louisville and Cincinnati rates are the same it will have to 
accept a less sum for carrying Cincinnati freight than for 
carrying Louisville freight the same distance. 

By the way, it will be interesting to see how much the 
great pecuniary interest of the city of Cincinnati 
in the Southern road will lead its people to ship 
by it rather than by other roads. Hitherto popular 
favor has never had effect for more than a few 
months in directing shipments. It is frequently said 
when the people of a place which has but one railroad 
are trying to induce some one to build another that the peo- 
ple are so angry with the old road that they will give all 
their business to the new one. But, accommodations being 
equal, the old road usually gets rather more than half the 
business after the new one has been open a few months. In 
the case of the Cincinnati Southern, however, the peo- 
ple of Cincinnati have a large pecuniary interest in 
making it successful. They own it. Some $1,200,000 
a year of interest on bonds issued to pay for it 
must be paid by them if the road does not earn it—and 
for some time it is almost sure not to earn it. Those ship- 
pers who are large tax-payers will have a stronger motive 
for favoring this road than people usualiy have, and it is 
natural to suppose that they will send everything that they 
can by this their own road, and will, to a certain extent, use 
their influence to have others ship by it, 


THE SOUTHERN PASSENGER ASSOCIATION held a meeting 
in Nashville Jan. 6 and 7 which seems to have been excep- 
tionally fruitful in suggestions and discussion. We publish 
elsewhere the official report nearly in full, and desire to call 
special attention to 1t as a report, The Secretary has pub- 
lished abstracts of the discussions of some of the questions, 
which add very greatly to the interest and permanent value 
of the document. There has seemed to be a dearth of dis- 
cussion of questions relating to passenger business, though 
passenger men are writing and talking men to a greater ex- 
tent perhaps than most other classes of railroad officers. 
But this lack of discussion may have been more apparent 
than real, owing to the fact that what has been 
said has not been reported. For some months past 
there seems to have been a revival of zeal among pas- 
senger men. The organization of district associations 
has given much greater opportunity to discuss and 
deal with manageable questions—questions in which 
most of the members of the Association had a direct 
interest and could affect by their action. The National As- 
sociation covers such an immense field that the number of 
questions practically affecting all or most of the members 
was quite limited, and it is hard to get the attention of a 
busy railroad man to matters which affect only his neigh- 
bors. Especially evident are the efforts to prevent cutting 
rates and throwing away money in unnecessary comm is- 
sions, The joint agreement concerning rates from Missouri 
River points, adopted Sept. 24 and variously amended since, 
seems to have found special favor. It was adopted recently 
to govern tickets from St. Louis, and the Southern Association 
gave it itsapproval. There isroom for a vast deal to be done 
in this direction, as in the conduct of the passenger business 
generally. But this is an extremely difficult’ business to 
manage, the habits and prejudices of the community having 
to be considered much more than in the freight business. 
Just now there is a prospect of a revival of passenger traffic, 
and great pains should be taken to see that the roads profit 
by it. It seemsas if, by proper codperation, very great 
privileges might be given to the public and the profits of the 
roads from this business be increased at the same time. But 
the railroads cannot coéperate in the same way over passen- 
ger as over freight traffic, and in some cases their prejudices 
seem to hinder them from doing what is best for them, as 
was long the case with freight traffic. 


STOCKHOLDERS’ PROFITS BY STATE PURCHASE have been so 
great in Europe as to cause railroad proprietors to become the 
most eager of all advocates of a state system. Prof. de Lave- 
leye, the Belgian Economist, has expounded the causes of this 
in a letter tothe Kconomiste frangaise, and we find it further 
illustrated in a recent statement of the advance in values of 
the shares of Prussian railroads which the government has 
recently purchased. The present market value of the gov- 
ernment securities given to the shareholders is compared 
with the market price of the shares on Jan. 1, 1879: 


Value 

Jan. 1, Jan. 1, 

18KO 1879. Increase. 2% 
Berlin & Stettin. 115 93 eH) 23.6 
Magdeburg & Halbe wate. 147% 123% 24 19.6 
Cologne & Minden .. 14kl4 101M 4 46 3 
Rhenish......... 160% 106% 50.8 
Berlin, Potsdam & Magde burg Os 79% 18% 23.3 


It must be remembered that there has been no great 
‘* boom” in prices in Germany, as there has been here, so 
that almost the whole of these great advances is attrib- 
utable to state purchase. American stockholders, if paid 
on similar terms, would be enthusiastically in favor of the 
government’s buying all the railroads. In Germany the 
government pays for the roads on terms that give the pro 
prietors an income something like what they have been 
able to earn on the average theretofore, so that th 


holders get the difference in value between a government 
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security and a corporation security. But if all governments 
should take all railroads, the advantage could not be nearly 
so much, for the reason that there would be no investments 
of any extent paying more than government interest for 
which the government securities could be exchanged. The 
figures representing a man’s capital might be increased, but 
his income would be as small as ever. Now the German 
shareholder can turn his government bonds into American, 
French or Russian shares or bonds, and get an income fully 
in proportion to the increased market price of his securities. 
By the time this country buys our railroads, however, we 
fear that this resource will not exist. 


ARGUMENTS ON THE REAGAN BILL have been heard by the 
sub-committee of the House Committee on Commerce from 
a large number of railroad men and others, including Mr. G. 
R. Blanchard, of the New York, Lake Erie & Western; Mr. 
Chauncey M. Depew, of the New York Central & Hudson 
River; Mr. Franklin B. Gowen, of the Philadelphia & Read- 
ing; Mr. John P. Green, Assistant to the President of the 
Pennsylvania; Mr. Albert Fink, Mr. Charles Francis Adams, 
Jr.,and Mr. John A. Wright. Some of these repeated mainly 
arguments which they made on the bill last year, the 
committee being partly of new men, Mr. Adams urged, with 
great force and clearness, the effectiveness of a Commission 
for the whole country, with powers like those of the Massa- 
chusetts Commission, that is, to investigate, report and 
make recommendations, but not to direct the action of the 
railroad companies, These powers, he says, are sufficient, 
and experience has proved them to be so. When such a 
commission says that the railroads are doing wrong, 
and has got the facts to prove it, the companies are 
always afraid to persist in the wrong action. They remedy 
the evil without waiting for the Legislature to make laws 
against them, because they know that well-founded public 
opinion cannot be resisted. Mr. Wright as well as Mr. 
Blanchard favored a thorough general investigation of the 
railroad question in its national aspects, without which they 
think that no intelligent legislation can be had. We under- 
stand that it is probable that the Committee wiil report in 
favor of a National Railroad Commission, though this may 
be in addition to other legislation. 

The Reagan bill, at latest advices, had all its old ob- 
jectionable features; it prohibits pooling and the charging 
of more for any given distance than for a longer one, which 
would be absolutely certain to decrease the amount of rail 
freight and increase the average cost and charge for carry- 
ing it. 








CaIcAGO: SHIPMENTS EASTWARD certainly keep up won- 
derfully well, considering fhe complaints that are made of 
dulness, and the very great accummulation of grain there 
that refuses to move, The reports made to the Joint Execu- 
tive Committee show that for the four weeks ending with 
Jan. 31, the average shipments were 6,186.6 tons per day; 
for the month of December, 6,635.2 tons; from Nov. 10 to 22 
(we have not the figures for the whole month), 6,144 tons ; 
from Oct. 18 to Nov. 9, 7,011.4 tons ; Aug. 25 to Oct. 12, 
5,258.8 tons per day. The heaviest traffiic is expected in 
the fall months, but this year it has been almost as heavy in 
January. The weekly shipments for the past two months 
have been reported as follows ; 


Week Week 
ending. Tons, ending. Tons. 
OC. Bo... cece eceeeeees »-40,960 Jan. 3 . 35,148 


2 5! “ 


- 40,238 





42,182 * -31,171 
31,235 * . 86,654 
be 40,416 


Deubtless the railroads could have carried a great deal 
more if it had been offered, but this is a very handsome 
winter business. 


Ocran Rates reached the lowest point we have ever seen 
reported on Wednesday of this week, when wheat from New 
York to Liverpool was taken at 244d. per bushel—not more 
than is commonly charged for hauls of 60 or 70 miles by rail 
to lake ports or other Northwestern markets, less than the 
average rate from Chicago to Buffalo after July in 
1879, and only half of what the canal rate from 
Buffalo to New York often is late in the season. 
Rates on other freights are nearly as low in proportion. 
The very low rates cannot properly be charged to small 
exports, we should say, for January grain exports from the 
four leading ports were not much smaller this year than last, 
and last year they were larger than ever before. But 
doubtless the exports this year have been very much less 
than was expected, considering the great supply here and 
the bad harvest abroad, and so in expectation of getting car- 
goes an unusual number of vessels has come to our ports, 
where their competition with each other has caused this ef- 
fect. 


NEW PUBLICATIONS. 


The Car-Builder’s Dictionary: An illustrated vocabulary 
of terms which designate American railroad cars, their parts 
and attachments, compiled for the Master Car-Builders’ As- 
sociation by Matthias N. Forney, mechanical engineer, 
assisted by Mr. Leander Garey, Superintendent of the Car 
Department, New York Central & Hudson River Railroad, 
and Calvin A. Smith, Secretary of the Master Car-Builders’ 
Association. Published by the Railroad Gazette, No. 73 
Broadway, New York, 1879. __- 

This work being issued by the publishers of the Rail- 
road Gozette, we confine our notice of it entirely to 
such a description as ‘may give some slight idea of 
its contents. It was begun, as is known, by the Mas- 
ter Car-Builders’ Association a number of years ago. 
The need of a book of the kind was felt first because of the 
great variety of names used for the same parts and attach- 


‘ 





ments of cars on different roads and in different parts of the 
country, which tended to confusion and misunderstanding, 
especially in ordering parts of cars, etc. There was, how- 
ever, another need which was probably quite as great if not 
so much felt, which was of an intelligible description of the 
construction of the different kinds of American cars. 
There is no work that does this, the nearest approach to it 
being in some foreign books which illustrate certain leading 
types, though usually not in much detail, and the only im- 
portant one of these in the English language is Mr. James 
Dredge’s admirable and costly book on the Pennsylvania 
Railroad, which describes only the cars used on this one 
road, 

The “‘Car-Builder’s Dictionary,” to be sure, gives no formal 
descriptions. It isa ‘dictionary of the terms used in car- 
building,” and the names of parts are arranged asin other 
dictionaries, with but a brief description of each, with 
some synonyms. Its effectiveness in this description 
is in the engravings which accompany it, and to which 
reference is made under the words in the dictionary. These 
are very numerous, including 808 different figures and cov- 
ering some 270 pages, while the dictionary proper occupies 
188. Nearly everything referred to capable of delineation is 
represented in these engravings. The number of parts thus 
represented, however, is by no means indicated by the num- 
ber of figures. In many cases a single figure includes over a 
hundred separate parts, each numbered so as to be referred 
to and examined as if it were figured separately, with the 
further advantage of showing its position in relation to other 
parts. For instance, there are 33 different figures included 
under the general head of ‘freight-car bodies,” including a 
side view, longitudinal section, outside view showing 
framing, half-plan showing framing, half-plan showing 
floor, transverse section, and end view of two different pat- 
terns of box cars, and other figures of cattle car, oil car, coal 
car, conductor’s car, etc. Now, preceding this group of plates 
is a list of the names of the parts designated on the plates by 
numbers printed on them, and these parts on the 33 figures 
(frequently appearing more than once) are 174 in number. 

Thus, the examiner of the book can find the nomenclature 
from the parts as well as the parts from the nomenclature. 
Knowing the name, he can find the thing to which it applies, 
and knowing the thing, he can find the name of it; looking 
to the dictionary to find the figure and looking to the figure 
to find the number attached to the name. The latter refer- 
ence is practicable for one entirely ignorant of car nomen- 
clature or even of the English language. 

The book is in an unusual form for works of this kind, 
being 8 in. wide by 5 in. high—that is, opening on the short 
side like a music-book, which permits the introduction of en- 
gravings printed on sheets 5x15 in. without folding. As 
American cars are long and comparatively narrow, the form 
of the book admits of the introduction of plates of the largest 
of those made to a scaleof %{ in. = 1 foot. The text is 
printed on light green paper, the plates on white, so as to 
make the distinction of the two parts of the book apparent. 
Together they occupy 491 pages, and the plate paper being 
heavy, they make a thick volume. 

G. E. Stechert, of No. 766 Broadway, New York, has re- 
ceived the first number of the second part of Dr. Edward 
Schmitt’s Bahnhofe und Hochbauten auf Locomotiv- 
Eisenbahnen (Stations and Buildings on Steam Kailroads). 
This second part covers “‘ Buildings,” the first having been 
devoted to stations. This number, which has 304 quarto 
pages of text and 22 plates (double page or larger), is de“ 
voted wholly to ‘‘ Structures for Train Service and Guarding 
the Road.” More than half of itis on engine houses, dis- 
cussed under the heads of their ‘‘ General Arrangement” and 
their ‘‘ Construction.” Another long chapter is on ‘‘ Water 
Stations,” including ‘‘ Sources of Supply,” ‘‘ Conveyance of 
the Water to the Place of Distribution,” and “ Filling the 
Tender.” The other chapters are on ‘“‘Sheds and Open 
Storehouses for Fuel,” ‘‘ Cleaning Pits,” and ‘‘ Sheds for 
Car and Train Inspection,” all being very short. 

The first part of Dr. Schmitt’s work, on ‘ Stations,” was 
published in 1873. Its index indicates that it is a pretty 
omplete work on the subject, and it contains 366 pages of 
ext, 18 lithographic plates and 174 wood-cuts, 

We are informed that Ostheimer Bros., of No. 30 Bank 
street, Philadelphia, have made arrangements for the sale 
of the work of Lavoinne and Pontzen, Les Chemins de Fer 
en Amérique, of which we gave a slight description in our is- 
sue of Dec. 19 last. The price for the part now issued (on 
Construction, including one volume of text and a large atlas 
of plates) is fifteen dollars. There is to be one more volume 
devoted to operation. 





Indian Criticism of the Jackson Collision. 


Our older readers will remember a series of letters in the 
Railroad Gazette a few years ago, in which, over the signa- 
ture ‘‘ Hindoo,” a writer who had been connected with the 
East India railroad service criticised severely our system of 
running trains and enlarged upon the safety of the Indian 
practice. His criticism is recalled by the following from the 
Indian Railway Service Gazette, commenting upon the c»l- 
lision of an express train with a switching engine at Jack- 
son, Mich., a few months ago: 


An accident like the one we record above shows some of 
the weaker points in the “‘dispatch ” system used in America 
for’ single line working. We have no data to prove why 
— were not exhibited to protect the shunting engine 
while proceeding from the main station to the S$ depot ; 
certainly a great want of foresight is shown in not having 
signals placed at such points as to protect that portion of 
the main line which must necessarily be occupied by engines 
and vehicles moving between the main station and goods de- 
pot. But the leading fault, and undoubtedly the principai 
cause of the accident, was in not having a system of 
“in” and “out” telegraph reports from station to 
station, which would warn the staff when a train had 
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left the next station. In America the movements of trains 
are reported to one central station, where the dispatcher 
regulates the running, and exercises his discretion in ** hold- 
ing” or allowing trains to go beyond the crossing point. 
Beyond the actual information sent by the ‘‘ dispatcher” the 
station staff have no direct information as to where trains 
may be; if running to time, of course they are prepared for 
them, but when intimation is received that certain trains 
are so much late the staff naturally. do not expect them until 
nearly the whole of the late time has expired. Weare well 
aware that Indian Railway management is far behind 
America in many respects, but on this important point 
‘* SINGLE LINE WORKING,” thanks to the able direction of the 
late lamented Mr. Batchelor, of the E. I. Railway, the Indi- 
an Railway system of “ line clear” is in a great many ways 
superior to the ‘ dispatch ” system used in the United States. 
In India, from the stations on either side the staff at a 
station between are warned as to the actual time 
any train is keeping. Had the line-clear system been 
in vogue at Jackson, the station staff and telegraph signal- 
ler would have been informed two stations away that the 
mail had left, and again as the train left the last station be- 
fore Jackson, a second message would have been sent inform- 
ing the staff at Jackson of the actual time of departure. In 
India, on properly worked lines, on receipt of this notice, ali 
shunting un the main line is stopped, and the points locked 
over to the roads on which the train has to proceed, danger 
signuls are exhibited toward the station to stop any trains 
or vehicles from being moved on the main line. This is the 
system, and had it been adopted at Ruk station, on the Indus 
Valley State Railway, the accident we have noted in former 
issues would not have occurred; but on many of our lines 
this enpertans precaution is neglected. Government state 
lines, above all others, ‘‘ being the latest constructed,” ought 
to have the most modern improvements, and best systems of 
working; but we are certain that they are far, very far, be- 
hind the age. And as now fast mails have been introduced 
on two of our broad-gauge state lines, if an accident similar 
to the one at Jackson in America were to occur, we should 
not be very much surprised; that is, if there is any 
truth in the reports that reach us regarding the manner in 
which the running of trains is carried on. 


Railroad Mews. 


MEETINGS AND ANNOUNCEMENTS. 


Meetings. 

Meetings will be held as follows : 

Delawure, Lackawanna d& Western, annual meeting, at 
the office, No. 26 Exchange Place, New York, Feb. 24, at 10 
a. m. 

Boston & Albany, annual meeting, at the passenger station 
in Boston, Feb. 11, at 11 a. m. 


Dividends. 

Dividends have been declared as follows: 

New York, Providence & Boston, 2 per cent., quarterly, 
payable Feb. 10. 

detroit, Lansing & Northern, 3'4 per cent. on both pre- 
ferred and common stocks. 

Pullman Palace Car Co., 2 per cent., quarterly, payable 
Feb. 16. 

United States Rolling Stock Co., $1.25 per share from the 
earnings of the last half of 1879. 


Mail Service Extensions. 
Mail service has been ordered over railroad lines as fol- 
lows: 
St. Louis, Kansas & Arizona.—Service ordered from 
Paola, Kan., by Osawatomie, Lane, Greeley and Garrett to 
Leroy, 58 miles, to begin Feb. 16. 


» 
Foreclosure Sales. 

The Indianapolis, Cincinnati d& LaFayette road was sold 
in Cincinnati Feb. 2, under a decree of foreclosure granted 
by the United States Circuit Court. Bought for $2,500,000 
by George mapas of Cincinnati; Henry Bates, of Indiana- 
polis, and Geo ge T. Bliss, of New York, a purchasing com- 
mittee representiug the bondholders. The road extends from 
Cincinnati to LaFayette, Ind., with three short branches, 
15 miles in all. The bonded debt, with accrued interest to 
June 30 last, was $11,326,050. A plan of reorganization 
has been agreed upon, in which all classes of securities will 
be represented, but the tonded debt will be only $7,500,000, 
second and third-mortgage bondholders receiving stock in- 
stead of bonds for all or part of their claims. 

The New York, Heusen ic & Northern roadis to be sold 
under foreclosure of the first mortgage for $2,500,000 at 
White Plains, N. Y., Feb. 21. The only part of the road 
completed is from Brookfield Junction, Conn., to Danbury, 
four miles, which is worked by the Housatonic Company. 
There is little other property, except some right of way and 
a little grading. 

The Chicago & Paducah road will be sold in Chicago, 
April 6, under a decree of foreclosure granted by the United 
States Circuit Court. The sale will include the line from 
Streator, LL, to Effingham, 169!¢ miles, with all appur- 
tenances. Theterms of sale are $40,000 in cash, the balance 
payable in bonds and overdue coupons. 


General 





St. Louis Passenger Agents’ Meeting. 

A meeting of general passenger agents was held in 
St. Louis, Jan. 26, at which there were present 
James Charlton, of the Chicago & Alton; C. S. 
Cone, of the Ohio & Mississippi; C. C. Cobb, of 
the Indianapolis & St. Louis; E. A. Ford, of the Van- 
dalia; J. Mass, of the St. Louis & Southeastern; D. Wis- 
hart, of the St. Louis & San Francisco; Frank E. Fowler, of 
the Missouri Pacific, and C. K. Lord, of the Wabash, St. 
Louis & Pacific. The object of the meeting was to talk over 
various matters, and also to consult in relation to the joint 
agreement which went into effect Feb. 1. It was unani- 
mously agreed that no alteration be made in the joint agree- 
ment. It was further agreed that the passenger rates should 
be restored to the full tariff from and after Jan. 27. The 
meeting adjourned subject to the call of any of the parties 
to the agreement. 


Southern Railway & Steamship Association. 

At the adjourned meeting in Atlanta, Jan. 28, there was a 
full attendance of members. After the meeting had been 
called to order, a committee was appointed upon the subject 
of representation, and instructed to inquire into and ascer- 
tain the lines that were entitled to representation, and to the 
extent of representation that should be allowed. After some 
genera! discussion an adjournment was had until evening. 

At the evening session the report of the Special Committee 
on Representation was presented and 100 copies were or- 
dered anperecen An adjournment was had until next day. 

At the second day’s session the report of the Committee ou 
Representation was taken up, and a long discussion followed, 
one party favoring increased representation for the larger 
lines, on the ground that those who had the greatest interest 
were frequently outvoted by the smaller roads. On the 
other hand, it was urged that the Association was intended 
to benefit all equally, and that increased voting power would 
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give the larger roads too much preponderance for the safety 
of the short lines. At the close of the discussion a vote was 
taken, which resulted in favor of the continuance of the 
present basis of representation. 

The subject of spring rates was then taken up, and a com- 
mittee appointed to prepare a spring rate-sheet. This com- 
mittee was authorized to continue its labors after the ad- 
journment of the Association. 

It was then ordered that the office of the General Commis- 
sioner remain at Macon until October next, when it is to be 
removed to Atlanta and permanently located there. 

After re@lecting the old officers for the ensuing year, the 
Association adjourned subject to the call of the President. 


ELECTIONS AND APPOINTMENTS, 


Alabama Great Southern.—Mr. John Scott has been ap- 
p vinted Assistant General Manager, and Mr. R. W. Healey 
-urchasing Agent. Offices at Chattanooga, Tenn. 


Atchison, Topeka & Santa Fe.—Mr. N, A. Dane has been 
anpdinted Passenger Agent for this company, with head- 
quarters at No. 199 Main street, Buffalo, N. Y. 


Atlantic & Pacific.—At a meeting held in New York, Jan. 
31, this company was reorganized by the election of the fol- 
lowing directors: Thomas Nickerson, T. Jefferson Coolidge, 
George B. Wilbur, Isaac T. Burr, Charles T. Paine, George 
C. Lord, representing the Atchison, Topeka & Santa Fe; 
James D. Fish, Jesse Seligman, Frederick Butterfield, James 
Baker, Francis B. Hayes, Wm. F. Buckley, representing the 
St. Louis & San Francisco; E. F. Winslow. The board 
elected Thomas Nickerson, President; E. F. Winslow, Vice- 
President and General Manager; J. & W. Seligman, Finan- 
cial Agents. Gen. Winslow is well-known from his connec- 
tion with the St. Louis & Southeastern and the Burlington, 
Cedar Rapids & Northern, and is now General Manager of 
the Manhattan Elevated roads. ' 

Austin & Mankato,—The office of this new company is at 
Mankato, Blue Earth County, Minn., and its directors are : 
James H. Baker, C. J. Beedy, W. T. Bonniwell, W. 
Campbell, N. P. Clark, Horace Cummins, Henry Foster, C. 
A. Gilman, James I’. Jones, W. H. Officer, Harlan W. Page, 
Hamlet Stevens, E. O. Wheeler, John A. Willard, John C. 
Wise. 

Belle Fourche, Deadwood & Rockford.—The officers of 
this new company are: Dr. C. W. Meyer, President; Robert 
Floarman Vice-President; R. Law, Treasurer. Office at 
Deadwood, Dakota. 


Cairo & St. Louis.—Mr. W. G. Brownson, late Train- 
Master, has been appointed Master of Transportation. 


Chicago, Burlington d& (Quincy. — Mr. Gamaliel 
Bradford has been appointed General Auditor in place of 
George Tyson. Office in Boston. F 


Chicago, Milwaukee d& St. Paul.—Mr. J. H. Page has 
been appointed Assistant General Passenger Agent. He was 
formerly General Passenger Agent of the Grand Rapids & 
Indiana, and later of the International & Great Northern. 

Cincinnati, Sandusky d& Cleveland. — Mr. John 8, 
Farlow, Receiver, having been relieved by the termination 
of the Receivership, continues in charge of the road as Presi- 
dent of the company. 





Colebrookdale.—At the annual meetin mg | the fol- 
lowing were chosen: President, J. L. ‘hailey: irectors, 
D. B. Boyer, J.C. Smith, D. B. Brown, J. L. Boll, W. A 
Church, I. V. Williamson; Secretary, Howard Hancock; 
Treasurer, John Welch. The road is leased to the: Philadel- 
phia & Reading. 


Connecticut River.—The ‘new board has elected N. A. 
Leonard, President, and Seth Hunt Secretary and Treasurer. 
Mr. Hunt has held his position a number of years; Mr. Leon- 
ard is a prominent lawyer of Springfield, and succeeds Mr. 
Chester W. Chapin, who took the position temporarily on 
the death of Daniel L. Harris. 


Galveston, Houston & Henderson.—At the annnal meet- 
ing in Galvesten, Jan. 27, the following directors were 
chosen: J. A. Baker, J. H. Hutchings, A. P. Lufkin, N. B, 
Yard, Galveston, Tex.; H. B. Andrews, San Antonio, Tex. ; 
R. 8. Hayes, H. M. Hoxie, D. S. H. Smith, Palestine, Tex. ; 
Israel Corse, F. P. James, New York ; T. Ww. Peirce, Boston. 


Holyoke & Westfield.—At the annual meeting, Jan. 31, 
the following directors were chosen: R. Crafts, John De- 
laney, Maurice Lynch, Timothy Merrick, James H. Newton, 
J. C. Parsons, August Stursburg, D. E. Sullivan; E.-C. Taft. 
The road is leased to the New. Haven & Northampton. 


Hope & Greensburg.—The officers of this new compan 
are: President, Simon Stapp, Hope, Ind.; Vice-President, 
Wm. O. Foley, Greensburg, Ind. ; (elie vond 9 W. B. Wilson, 
Greensburg, Ind. ; Treasurer, B. B. Jones, Columbus, Ind. 


Houston, East d& West Texas.-—Col. EF. Hulbert has been 
appointed General Superintendent. He has been for some 
time Superintendent of the Bedford, Springville, Owens- 
boro’ & Bloomfield. 


Huntingdon & Broad Top.—At the annual meeting in 
Philadelphia, Feb. 3, the following were chosen: President, 
B. Andrews Knight; Directors, Rathmell Wilson, John 
Devereux, I. V. Williamson, James Long, James Whitaker, 
Jos. H. Trotter, D. J. Morrell, Wm. P. Jenks, C. W. Whar- 
ton, Wm. A. Porter, Thomas R. Patton, Jacob Naylor. 


Illinois Midland.—Mr. W. F. Smith has been appointed Au- 
ditor in place of H. K. White, resigned, and all communica- 
tions relating to the Auditor’s Department should be ad- 
dressed to him, The appointment dates from Jan 15. 


Indianapolis, Decatur & Springfield.—The officers of this 
road, now just completed, are: President, H. B. Hammond ; 
Vice-President, Wm. H. Guion ; Secretary. A. Duprat ; 
Treasurer, John R. Elder ; Auditor, J. V. McNeil ; Cashier, 
Wm. H. Elder : General Superintendent, H. 8. Morse ; As- 
sistant Superintendent in Charge of Maintenance of Way 
W. O. Taylor ; Chief Engineer, H. C. Moore ; General 


Freight Agent, George A. Sanderson; General Ticket 
Agent, 8. A. Boyd; Superintendent of Motive Power, 


Pulaski Leeds. Office in Indianapolis. 


Kansas City, Oskaloosa &} Western.—The directors of this 
new company are: George W. Bishop, N. J. Buchan, D. E. 
Corneli, 8. 8. Gibson, U. 8. Hovey, N. McAlpine, D. M. 
Ward, D. S. Young, Wyandotte, ie George Ww. Sedg- 
wick, Kansas City, Mo. Office in Wyandotte, Kansas. 


Lehigh & Eastern.—A notice of an election of’ President 
and directors of this company, said to have been held in 
Philadelphia, Jan. 12, was recently published. We are in- 
formed that no legal meeting of the company was then held, 
and that several of the directors said to have been elected 
are not even stockholders. No meeting of the company has 
been held since April last, when the following were chosen: 
President, Wm. H. Williams; First Vice-President, E. B. 
Wesley; Second Vice-President, A. G. Story; Directors, 
Thomas J. Powers, Chas. G. Clark, Peter F. Bellinger, Wal- 
ter A. Doane, Edward H. Giberson, Anthony P. Siterson, 


Jacob H. Place, Wm. E. Adams, Wm. D. Williams; Secre- 
tary, D. S. Foster; Treasurer, I. C. Babcock; The Presi- 
dent’s address is at White Haven, Pa. 


Little Rock & Fort Smith. — Mr. et Kampman 
pay bees chosen Treasurer in place of H. B. Wilbur. Office 
in ton. . 


Louisville, New Albany & Chicago.—Mr. John McLeod 
has been appointed General Superintendent. He was for- 
merly Superintendent and Chief Engineer of the Elizabeth- 
town & Paducah, later Receiver and then General Superin- 
tendent of the Louisville, Cincinnati & Lexington. 


Mobile & Montgomery.—At the annual meeting in Mont- 
mery, Ala., Feb. 4, the following directors were chosen: 
rge A. Washington, Nashville, Tenn.; W. D. Caldwell, 
Henry C. Murrell, H. Victor Newcomb, E. D. Standiford, 
Louisville, Ky.; Henry Anthon, Jr., George O. Clarke, J. P. 
G. Foster, E. H. Green, New York. The rd elected E, 
H. Green President; Henry Anthon, Jr., Secretary. This 
isan entire change of management in the interest of the 
Louisville & Nashville, which now controls the road. 


New York, Ontario & Western.—Mr. Theodore Houston 
has been chosen General Manager of this road, late the New 
York & Oswego Midland. He is Secretary of the comenny. 

Mr. A. H. Danforth is Acting Superintendent of the South- 
ern Division, in place of T. C. Purdy, resigned. 


Ogdensburg & Lake Champlain.--Mr. J. E. Tucker has 
been appointed General Freight Agent, with office in Og- 
densburg, N. Y., in place of H. E. Graves, resigned. 


Piedmont & Potomac.—The officers of this new company 
are: President. H. G. Davis; Directors, T. B. Davis, Wm. 
Holt, U. B. McCandlish, Alexander Shaw. 


Providence d: Worcester.—At the annual meeting in Provi- 
dene, R. I., Feb. 2, the following directors were chosen: 
Moses B. I. Goddard, Frederick Grinnell, George A. Leete, 
Amos D. Lockwood, Wm. 8. Slater, Providence; Gideon L. 
Spencer, Pawtucket, R. I.; Lyman A. Cook, Oscar J. Rath- 
bun, Woonsocket, R. I.; Paul Whitin, John C., Whitin, 
Whitinsville, Mass.; Estus Lamb, Blackstone, Mass. ; Joseph 
E. Davis, John Dean, Elijah B. Stoddard, Worcester, Mass. ; 
Eben B. Phillips, Boston. There is no change from last 
year. 


Rumford Falls & Buckfield.—The officers are: Israel 
Washburn, Jr., President; 5. C. Andrews, Treasurer; Otis 
Hayford, Superintendent; R. C. Bradford, General Ticket 
Agent. The office of the Superintendent is at Canton, Me. ; 
of the other officers at Portland, Me. 


Southern Railway & Steamship Association.—At the ad- 
journed annual meeting in Atlanta, Ga., Jan. 29, the old 
officers were reélected, as follows: President, Hon. Joseph 
E. Brown; General Commissioner, Col. Virgil Powers; Sec- 
retary, C. A. Sindall. The office of the General Commis- 
missioner will remain at Macon, Ga., until Oct. 1, when it 
will be removed to Atlanta. 


Springfield & New London.—At the annual meeting in 
Springfield, Mass., Jan. 28, the following directors were 
Pane Gurdon Bill, Charles O. Chapin, Horace Smith, 
Hinsdale Smith, M. P. Knowlton, Virgil Perkins, L. J. 
Powers, M. H. Tourtelotte, Emerson Wight, egy 4 Fuller 
James Kirkham, J. H. Appleton, C. L. Coville. The road 
is leased to the Connecticut Central. 


Texas & Pacific.—Mr. J. 8. Noble, Superintendent of the 
Trans-continental Division, has been placed in charge of the 
Jefferson Division also, in place of E. Marsh, Mr. C, Harris 
has been appointed Superintendent of the Southern Divi- 
sion. 


United States Rolling Stock Co.—At the annual meeting in 
New York, Feb. 3, the following trustees were chosen: A. 
Hegewisch, Wm. H. Guion, E. G. Fabbri, Jonathan Ed- 
wards, F. W. Foote. 


Utica, Clinton & Binghamton.—At the annual meeting in 
Utica, N. Y., Feb. 4, the following directors were chosen : 
Henry Hopson, J. B. Elliott, Isaac Maynard, A. W. Mills, G. 
B. Phelps, en Putnam, C. H. Smythe, Wm. M. Storrs, 
John Thorn, J. W. Vonrood, D. B. West, O. 8. Williams, R. 
8. Williams. The board elected O. 8. Williams President ; 
Isaac Maynard, Vice-President ; J, W. Church, Secretary. 


Walla Walla & Columbia River.—At the annual meeting 
in Walla Walla, Wash. Ter., recently, the following direct- 
ors were chosen: EK. F. Baker, H. B Chase, J. N. Dolph, 
H. W. Fairweather, J. Peabody. The board elected J. N. 
Dolph, President ; H. W. Fairweather, Vice-President and 
General Superintendent ; H. P. Chase, Secretary; E. F 
Baker, Treasurer. 


PERSONAL. 





—Mr. T. C. Purdy has resigned his position as Division Su- 
perintendent on the New York & Oswego Midland road. 

—It is reported that Mr. C. W. Smith has resigned his 
position as Traffic Manager of the Chicago, Burlington & 
Quincy to accept that of Assistant General Manager of the 
Union Pacific and its controlled lines. 

—Hon. John Brisbin, for a number of years past Counsel 
and Legal Adviser of the Delaware, Lackawanna & West- 
ern Company, died Feb. 3 at his residence in Newark, N. J. 
aged 62 years. Mr. Brisbin was born in Pennsylvania, anc 
was an active and successful Jawyer in Scranton, represent- 
ing the Luzerne District in Congress for several years. 
Later he became interested in the Delaware, Lackawanna 
& Western and was appointed its Counsel, removing bis 
office to New York and his residence to Newark. He was at 
one time acting President of the company. 

—Mr. Robert L. Harris has resigned the position of Con- 
sulting Engineer in charge of the Boston, Hoosac Tunnel & 
Western Railway, the construction of the road being vir- 
tually completed. 

—Mr. John L. Cadwell, late Superintendent of the Mary- 
land & Delaware road, goes to Brazil shortly, to superintend 
the construction of a road in that country. 

—Mr. Charles C. Waite, one of the best-known hotel man- 
agers in the country, died in New York, Feb. 3. He was 
born in Fayetteville, Vt., June 24, 1830, and began life as a 
railroad man, acting as telegraph operater in Springfield, 
Mass., and afterward as conductor on one of the roads in 
that state. In 1861 he took charge of the Sherman House 
in Chicago, and in 1867 came to New York as Manager of 
the Brevoort House. To this charge he added the manage- 
ment of the Windsor Hotel in 1876. He had been sick for 
some time, but lately was thought to be improving. | 
—Mr. H. K. White has resigned his position as Auditor of | 


the Illinois Midland Railroad. 


—Hon. Jacob H. Loud, for many years a director of the | 
Old Colony Company, died in Boston, Feb. %, aged 78 years. | 
Mr. Loud was twice chosen State Treasurer of Massachus- 


time past he had been Actuary of the 





Company. 


—Mr. Henry W. Poor, of the firm of H. V. & H. W. Poor, 
ageing of Poor’s Manual, was married in Grace Church, 
—* Feb. 4, to Miss Constance E. Brandon, of New 

ork. 





TRAFFIC AND EARNINGS. 


Railroad Earnings. 


Reports of earnings for various periods have been received 
as follows : 


Year ending Dec. 31: 





bs 1879. 1878. _ _—Ine. or Dee. P.c. 
Philadelphia & Erie ....$3,091,808 $2,921,060 [. $170,748 5.8 
Net earnings........ ... 961,549 876,111 1, 85.438 O.8 
Houston & Tex. Cent... 3,205,685 2,920,907 I. 284.688 9.8 
Net earnings.... ..... 1,431,914 1,168,058 I. 262,956 22.5 
Six months ending Dec. 31: 

St. Paul, Stillwater & 
Taylor's Falls........ $48,255 $42,861 I $5,374 12.5 
Month of December : 

Boston @ N.Y. AirLine. 23.063 = ........ casvsvecccves sia’ 
Net earnings........ 13,203 : ey ae ree ind 
Carolina Central....... 49,080 $37,779 I. $11,301 29.0 
Houston & Tex. Cent .. 382,250 380,477 1, 1,753 O4 

Second week in January: 

1880, 1879. 
Det., yyy & No..... $17,279 $12,597 I. $4,682 37.2 
Minn, & St. Louis ... .. 9,814 5.387 1, 4,427 82.0 

Third Weekin January: 

Atchison, Top. & 8. F.. $130,500 $93,234 I. $37,266 40.0 
Chicago & Alton....... 126,948 92,905 I, 34,043 36.6 
Chicago & Eastern Ill.. 19,812 18,108 I, 1.704 0.4 
Flint & Pere Marquette. 25,169 17.630 I. 7,589 42.8 
Mo., Kan. & Texas..... 81,026 47,589 I, 33,638 71.0 
Mobile & Ohio.......... 55,475 40,918 I, 14,557 35.6 
St. L.. Iron Mt. & So.... 154,100 95,960 I, 58,140 60,6 
Wabash, St. Louis & 

Pie es diseases 198,828 145,421 I. 53,407 36.7 

Week ending Jan, 16 : 

Great Western ... .... $85,763 $74,904 I. $10,859 14.5 

Week ending Jan, 24: 

Grand Trunk......... . $177,605 $168,480 I. $9,125 5.4 


Grain Movement. 

Receipts and shipments of grain of all kinds at the eight 
reporting Northwestern markets, and receipts at the seven 
Atlantic ports, for the week ending Jan. 24 huve been, as 
follows for the past seven years : 





Northwestern Northwestern Atlantic 
Year receipts. shipments. receipts. 
, Sarr . 2,008,992 L,O75,915 2,445,813 
DS bibes +vsieneeireste5a 2,054,219 1,048,425 1,655,432 
eee 2,033,404 638,319 1,660,041 
CS: 3 bn55500400) Sbaeoee 1,721,445 727,113 1,461,707 
L878 3,513,465 2,488,526 3,517,023 
SEE tins dahon uate tena 3,315,970 1,809,977 2,011,915 
ENR . 3,123,288 1,129,930 2,584,258 


The receipts of Northwestern markets for the week this 
year are considerably larger than in the preceding week, 
but, as the table shows, somewhat smaller than in the corre- 
sponding weeks of the two vears preceding. The shipments 
of these markets are a trifle less than in the previous week, 
still less than in the corresponding week of 1879, and not 
one-half as great as the shipments of the week in 1878. The 
receipts of the Atlantic ports are smaller than in the pre- 
vious week and smaller than in any week of 1879, except 
the first two in January, when the snow blockade had great- 
ly reduced the deliveries at New York. There was no week 
in 1878 in which they were so small, but they were very 
seldom as large in any winter week previous to 1878. 

Of the total receipts at Northwestern markets, Chicago 
had 39.1 per cent., St. Louis 30.6, Milwaukee 11.6, Peoria 
10.7, Toledo 4.8, Detroit 2.1, and Cleveland 1.1 per cent. 

Of the or at Atlantic ports, Baltimore had 23 per 
cent., New York, 21.4; New Orleans. 20.5 ; Philadelphia, 
14.1; Portland, 6.8, and Montreal, 0.5 per cent. Even in 
the midst of the snow-blockade a year ago, New York did 
not receive so little nor so small a proportion of the whole. 
The latter, however, is largely due bo the exceptionally large 
receipts at Portland and New Orleans—the former caused, it 
is said, by cutting export rates by way of the Portland 
steamers. Baltimore’s and Philadelphia’s receipts were 
much smaller than in the corresponding week of last year, 
as well as New York’s; but Boston’s were nearly twice as 
great, Portland’s 44 times as great and New Orleans’ three 
times as great. 

Grain exports from the seven Atlantic ports for the week 
ending Jan. 28 were 8,053,481 bushels, for the previous 
week 2,424,507 bushels, for the four weeks ending Jan. 28 
10,008,149 bushels, for the four weeks next previous (ending 
Dec. 31), 11,990,178 bushels. For the eight weeks endin 
Jan. 28 they were 21,998,327 bushels, against 20,627,52' 
last year. 

Baltimore grain receipts in January were as follows ; 


1880. 1879. Inc. or Dee, P, c. 
Flour, barrels .... 72,005 87,703 D. 14,888 17.1 
Wheat, bushels. ..... 905,155 1,285,601 D. 378,446 20.5 
DORR. ccceses - . 1,463,427 1,693,428 D, 230,001 13.6 
Other grain 105,068 02,403 I. 18,265 14.4 
Total grain 2,474,250 3,060 452 D. 595,182 19.1 
Total, flour reduced 
to wheat 2,858,775 3,508, 307 D. 669,022 19.1 
Exports for the month were 13,593 barrels and 4,325 


sacks of flour, and 3,183,480 bushels of grain. 

For the four weeks ending Jan. 28 receipts at the four 
leading Atlantic ports and at Chicago and Milwaukee have 
been, in bushels: 








1880. 1879 Inc. or Dee P. Cs 
New York.. 3,607,489 3,741,204 Dec, 43,715 1.2 
Baltimore . . 1,904,518 2, ri Dee, 630,652 24.9 
Philadelphia. . . 1,245,100 2,219, Dec, 074,608 43.9 
Boston re 1,117,635 343,622 Inc. 774,018 225.3 
Four cities 7,065,042 8,850,054 Dec, 874,042 0.0 
Chicago: 
Receipts.... 6,425,602 5,735, 106 Inc. 690,496 12.0 
Shipments. ... 2,616,542 2,987,178 Dee. 370,836 12.4 
Excess of re 
ceipts. 3,809,260 2,747,928 Ine. 1,061,262 38.6 
Milwaukee: 
Receipts......... 1,721,200 1,791,170 Dec, 69,970 4.0 
Shipments......... 375,700 703,125 Dee. 27,425 46.6 
Excess of re- x 
ceipts....... 1,345,500 1,088,045 257,455 23.7 
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For the period from Jan, 1 to Jan. New York has ex- 





sets and served several terms in the Legislature; for a long | Wheat, bush 
ew England Trust | Corn, bush 


ported 12 per cent. more flour, 36 per cent. less wheat and 
1514 per cent. more corn this year than last; Baltimore, 46 
per cent. less flour, 18!¢ per cent. more w heat and 79 per 
cent. more corn; Philadelohia, 5 per cent. more flour, 56 per 
cent. /ess wheat, and 3 per cent. more corn; Boston, 266 per 
cent. more flour, 29 per cent. more wheat, and 108 per cent 
more corn. The aggregatesof the four ports are 






1880, 1879 Ine, or Dee P.c 

Flour, bbls 320,405 272,327 Ine HOVTEG 21.0 
2,5 0 3,470,267 Der O14 BIN LOS 

4,1 63 2,964,648 Inc. 1,198,015 40.4 


It appears thus that there has been a large increase in flour 
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exports and a very large one in corn exports, and that it is 
only wheat exports that have fallen off. But it is just wheat 
which has accumulated in greatest quantities at lake and 
ocean ports, the “‘ visible supply” being enormously greater 
than last year at this time. 
Coal Movement, 

Coal tonnages for the week ending Jan. 24, are reported as 

follows: 





1880. 1879. Increase. P. c. 
Aathranthe. 56: iiciictteee 417. 371,706 = 45,674 12.3 
Semi-bituminous....... . $1,078 43,399 38,579 88.9 
Bituminous, Barclay... IE cataieys, °° enaees 


Pennsylvania coke shipments for the two weeks ending 
Jan. 14, were 59,879 tons. 

‘The miners in the railroad coal pits in the Pittsburgh Re- 
gion have offered to settle upon a sliding scale of prices, 
the basis being the price of iron. At present card rates for 
iron the seale would give $3.62!¢ per 100 bushels of mining. 


The anthracite coal tonnage of the Belvidere Division, 
Pennsylvania Railroad, for January was : 


1880, 1879. Inc. P. ¢. 

South Amboy for shipment...... .. 37,107 26,636 16,471 80.0 
Local distribution on N. J, lines..... 35,214 24,067 10,247 41.0 
Company's use on N, J, lines ....... 9,640 7,876 1,764 22.3 
Total........ ceceeeee $1,961 53,479 28,482 53.2 


Of the total this year 62,830 tons were from the Lehigh, 
and 19,181 tons from the Wyoming Region. 


Cotton, Movement, 

For the five months of the crop year from Sept. 1 to Jan. 

30 sea-board receipts have been : 
1880. 1870. 1878, 1877 1876. 

Bales........8,751,301 3,269,740 3,117,741 3,144,189 3,066,184 

This year, therefore, the receipts have been nearly 15 per 
cent. greater than last year, and larger than ever before. 

The exports for the same period were 2,115,744 bales this 
year, against 1,064,414 lust, an increase of 151,330 bales, 
or 7.7 per cent, About 28 per cent. of the receipts and 38\; 
per cent. of the exports are credited to New Orleans this 
year. In receipts, the gains have been 41 per cent. at New 
Orleans, 9 at Mobile, 6 at Savannah, 35 at New York, and 
40 per cent. at Norfolk ; but there is a decrease of 6 per 
cent, at Charleston and of 12 at Galveston. Norfolk ranks 
third in receipts, with 15 per cent. of the whole ; last year 
it stood fifth, with 12!¢ per cent. of the whole. It does not 
export so much as either New ( Jrleans, Savannah, New 
York, Charleston, or Galveston, however, which rank this 
year in the order named. 


Lake Vessels. 

There is a demand for vessels to carry ore from Marquette 
and Escanaba to Cleveland, Erie and other lower lake ports. 
Rates for the season have been advanced to $2 from Esca- 
naba, and $3 from Marquette. 1 is said that these rates ure 
as good as 6 cents a bushel for corn from Chicago to Buffalo, 
which is much more than vessels have averaged for many 
years. In Milwaukee, 7!¢ cents a bushel is now asked for 
the first cargo of wheat down, There are many sales of ves- 
sels now, at very much higher prices than could have been 
got a year or two ago, 


Louisville and Cincinnati Rates South. 

A conference was held in Cincinnati, Feb. 2, between the 
Cincinnati Southern trustees and representatives of the Lou- 
isville & Nashville for the purpose of agreeing upon South- 
ern rates. The Cincinnati Pane demanded that the rates 
between Cincinnati and all Southern points should be the 
same as those between Louisville and the same pvints. The 
Louisville & Nashville representatives were unwilling to 
= this, and the meeting broke up without reaching any 
decision, 

Foreign Commerce. 

The imports and exports of the United States for the last 
two calendar yom are reported as follows by Joseph Nim- 
mo, Jr., Chief of the Bureau of Statistics: 














Exports; 1879, 1878. Ine, or Dee, P. ec. 
Domestic mer 

chandise, ....$754,660,995 $723,286,821 I. $31,374,175 4.4 
Foreign mer- é 

chandise. .... 10,469,498 — 13,805," D. 3,235,754 23.4 
Gold and silver 

coin and bul- 

lion.......... 25,816,898 26,865,200 D. 1,048,202. 3.9 

Tot'l expo'ts$790,947,491 $763,957,273 I. $26,990,218 3.5 

Imports: 
Merchandise ... 513,780,016 431,812.483 I, 81,967,533 19.0 
Gold and silver, 93,189,390 28,867,743 I. 65,321,647 226.4 

Total....... $606,969,406 $460,680,226 I. $146,289,180 31.7 
Excess of ex- 

ports overim- 

DOPE. cisne sky 183,978,085 303,277,047 D. 119,298,062 39.5 


The increase in the exports of domestic mechandise was at 
the rate only of 4.4 per cent., though large in amount. This 
is because the exports of 1878 were large without example. 

The increase in the merchandise imports was very much 
greater in amount and 19 per cent. more in than 1878; but 
there was a still greater increase in the gold and silver im- 
ports, which went toward paying the excess of $251 ,000,000 
of merchandise exports over imports, leaving, however, the 
great balance of $119,300,000 excess of exports of all kinds 
over imports of all kinds, which has doubtless been chiefly 
paid by the transfer of American securities from Europe 
to this country. The imports have ,been increasing with 
great rapidity of late months, and were nearly twice as 
great in December in 1879 asin 1878. For the two halves 
of the years, for instunce, they were: 


1879, 1878. Increase, P.c. 
First half...... ....$227,148,268 $213,182,176 $13,966,092 6.6 
Last half..... ..... 289,631,748 218,630,307 68,001,441 31.1 


Last half more than 


iret half... cock. 59,483,480 5,448,131 ...... 
Per cent.......05-- 26.2 Be 640040000085 
RAILROAD LAW. 


Massachusetts Railroad Legislation. 

A bill presented to the Massachusetts Legislature by the 
Railroad Commissioners authorizes the Commission to pre- 
pare rules for the testing of locomotive boilers, and provides 
that these rules shall be binding upon all companies in the 
state. It further provides a fine for every locomotive in 
use, the boiler of which shall not be tested in accordance with 
the rules within a reasonable time after their publication. 
The Commission is to have power to enforce the penalty. 


Liability of Sleeping Car Companies. 

In the case of Lehman against the Pullman Palace Car 
Co., in the Supreme Court of the District of Columbia 
plaintiff ery 4 in Washington a ticket to New York and 
also a ticket for a berth in a Pullman sleeping car, which 
he was assured by the ticket nt would be at- 
tached to the train at Alexandria and brought to Hyatts- 
ville, where it would be joined to the New York train. The 
sleeper was not attached until the train reached Baltimore, 
and of this the plaintiff was not informed, Supposing that 


| pealed to the Supreme Court. 





no sleeping-car had been attached, he remained all night in 
an ordinary car, caught cold, and was made sick. Lehman 
brought suit in the Circuit Court against the Pullman Car 
Company, laying damages at $5,000, and obtained a ver- 
dict for 3300 and costs of suit. The Pullman Company =. 
The defense was that the 
railroad company, having the entire control of the move- 
ments of these cars, that company, and not the Pullman Pal- 
ace Car Company, was responsible. Justice Cox, in affirming 
the decision of the court below, discussed the relations the two 
companies bore to each other, and held that Lehman, having 
bought and paid for the privilege of a sleeping-car berth 
from Washington to New York, was, therefore, entitled to 
it for the whole distance, and the company, having failed to 
furnish the accommodations for which it had received full 
compensation, was liable. 


A National Railroad Commission. 

At the meeting of the House Commerce Committee, Feb. 
3, Representative McLane submitted a bill to regulate com 
merce between the several States, which he offered as a sub- 
stitute for the Reagan bill. Mr. McLane’s measure provides 
for a Board of five Railroad Supervisors, consisting of offi- 
cers of the Interior Department. This Beard cf Supervisors 
is tohave power to investigate complaints in regard to 
through transportation charges made by any common car- 
rier, including passengers and freight, and in regard to the 
safety of travel. They are required to report annually to 
Congress on the 1st day of December, with such statements 
and suggestions regarding remedial legislation as they may 
think proper, after having investigated all complaints that 
have been referred to them, After listening to Mr. Me- 
Lane’s explanations, the committee appointed a sub-commit- 
tee, consisting of Representatives McLane, Ross and Hender- 
son, to draft and report to the full committee on Friday, the 
6th, a substitute for the Reagan bill, which shall provide for 
the creation of a Railroad Commission similar to that pro- 
posed by Mr. McLane. Mr. Reagan’s bill was also referred 
toa sub-committee, consisting of himself and two other 
members, who were to perfect it, and report it back Friday. 


THE SCRAP HEAP. 


Railroad Equipment Notes. 

The Pullman Car shops at Detroit are building several ho- 
tel cars for a line to run between St. Louis and Denver over 
the Missouri Pacific and Kansas Pacific roads, 

The Barney & Smith Manufacturing Co., at Dayton, O., 
has contracted to build 890 coal cars for the Atlantic & 
Great Western, to carry 20 tons each. The company is 
building five postal cars for the St. Louis, Iron Mountain & 
Southern road, 

The Beaver Falls (Pa.) Car Works are to build 300 freight 
cars for the Pittsburgh & Lake Erie road, 

The National Dispatch Line has contracted for 100 Tiffany 
refrigerator cars, to be added to 100 already in the line. 

It is stated that the purchasers of the Hinkley Locomotive 
Works in Boston are making arrangements to organize a 
new company, and that they intend to run the works without 
interruption. 

The Pittsburgh Locomotive Works, in addition to other 
orders, are building five engines for the George’s Creek & 
Cumberland, and two for the East St. Louis & Carondelet 
road, 

The new shops of the Missouri Car & Foundry Co, in St. 
Louis, have a capacity of 12 freight cars and 200 wheels a 
day. They are very complete and well arranged. 

The Central Vermont shops at St. Albans, Vt., are to 
build four mogul freight engines, with 19 by 24 in. cylin- 
ders. 

A new company with a capital stock of $50,000, named 
the Jacksonville Car Co,, has been organized to run the car 
shops built several years ago in Jacksonville, lll., but not 
occupied until now. Mr. T. C, Dutro, of St. Louis, is Mana- 
zer’, 

: The Kansas City, St. Joseph & Council Bluffs shops in St. 
Joseph, Mo., recently turned out two very handsome pas- 
senger cars. 

The Chicago & Northwestern shops in Chicago are building 
15 new passenger cers. 

Wells, French & Co., in Chicago, are building 500 freight 
cars for the Atchison, Topeka & Santa Fe. 

The Keystone Spring Works in Philadelphia are making 
40,000 springs for the Pennsylvania Railroad, and have 
large orders from other roads. 

The Michigan Car Works in Detroit are building 350 box 
cars for the Atchison, Topeka & Santa Fe, and have orders 
from other roads. 

The Michigan Central shops at Jackson, Mich., are building 
four heavy passenger engines with 18 by 24 ia. cylinders, 
The boilers will be 50 in, diamater and the fire-boxes 6 ft. 
long. 


Iron and Manufacturing Notes. 

Meeker & Hedden, of Newark, N. J., are building a num- 
ber of stations for the Manhattan Elevated Company in 
New York; also several stations for the New York City & 
Northern road. They did a large part of the work on the 
Pennsylvania Railroad’s new ferry-house and passenger sta- 
tion at Courtlandt street, New York. 

The works of the Ashton Valve Co. were entirely destroyed 
by the recent large fire in Boston, but while the fire was 
still burning, a large new building had been secured, and in 
two weeks this has been fully fitted up, — with shaft- 
ing, an engine, heating apparatus, etc., and is now all ready 
except a few special machines used in the manufacture of 
the company’s patent blow-back safety valves. 

The two blast furnaces at Joliet, Ill., are soon to be started 
up, making pig iron for the Joliet Iron & Steel Works. 

The Caledonia Lron Works, in the South Mountain iron 
district, in Pennsylvania, are to be started up in the spring. 
The charcoal furnace there has been out of blast several 

ears. 

4 The rolling-mill at Weissport, Pa., has been sold to Al- 
bright & Stroh, of Mauch Chunk, who will repair and enlarge 
the mill and start it up as soon as it is a. 

The Allentown Rolling Mill Co. has leased the Glen Rolling 
Mill in Allentown. 

The Crane Iron Co. is pulling down three of its old blast- 
furnaces at Catasauqua, Pa., to make room for two new 
ones. 

Pine Grove Furnace, in Cumberland County, Pa., will 
sbortly change from ckarcoal to anthracite. 

he Maidencreek Iron Co. is building an addition to 
its rolling mill at Blandon, Pa., and putting in several new 
puddling furnaces. 

The report that the Lochiel Rolling Mill, at Harrisburg 
Pa., would be changed into a steel-rail mill is pronounced 
premature. 

The Tioga Rolling Mill, at Germantown Junction, in Phila- 
delphia, has been started up, after remaining closed two 
years. 

The New York & Ohio Iron Company is organized by the 
— who bought the property of the Iron & Steel Co., at 

ronton, U., recently. 


Bridge Notes. 
Mr, A, P. Boller, of New York, recently completed a very 
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handsome iron highway bridge over the Morris Canal, at 
Warren Street, in Newark, N. J. 

The Novelty Iron Works, in Cleveland, O., have several 
contracts on hand for iron bridges. 

The Kellogg Bridge Co., of Buffalo, N. Y., has the iron 
work ready forthe new bridge over Red River at Fulton, 
Ark., on the St. Louis Iron Mountain & Southern road. It 
has two fixed spans of 90 ft. each, one of 300 ft., and a draw 
span of 312 ft. The masonry is just finished. 

The City Council of ae Manitoba, has accepted 
the plans and tender of the Toronto Bridge Co., for the 
bridge over the Red River at that place. The contract price 
is $165,000. The bridge will be of iron, with a draw and 
four fixed spans. . 

The Detroit Bridge & Iron Works are to build an iron 
bridge of 100 ft. span over Rogue River, north of Grand 
Rapids, Mich., on the Grand Rapids & Indiana road, 

Prices of Rails. 

Steel rails are still going up in price. Makers are reluct- 
ant to name prices except to regular customers, butit is 
probable that orders could not be mre at less than $85 per 
ton at mill. Foreign rails are offered at $80, at tide-water. 

Iron rails are quiet, with few sales for the past week or 
two. Prices are firm and quotations are $67.50 to $70 per 
ton at mill. 

Old iron rails are active with large sales, and Philadelphia 
quotations are $43.50 to $45 per ton. 

Railroad spikes are quoted at 444 cents per pound in Pitts- 
burgh, with a very active demand. 

Cinders. 

In California, as in the East, brakemen seem to have a pro- 
pensity for flirting. At least ’Frisco papers say that the 
Southern Pacific has found it necessary to issue an order 
strictly prohibiting passenger brakemen from conversing 
with ladies on their trains. 

It is stated that there are more than two thousand five hun- 
dred varieties of American apples. And_ yet the train-boy 
never offers you any except the same old thing—split-leather 
paring and sawdust filling, with a bass wood spool for a core, 

Burlington Hawkeye. 

It is whispered in ’Frisco that a Central Pacific magnate 
while on a trip up the Sacramento Valley was so unfortunate 
as to lose his pocket-book. He had neither money nor pass 
to show, and the efficient conductor did not know ti, so he 
was straightway fired out, and had to tramp over the ties 
some five tniles to the next station, where an agent recognized 
him and helped him out. 


Running Over a Man. 

“Telling of going through this drove of sheep at the cross- 
ing,” continued Jackey, “calls to mind—indeed I can never 
forget it—the time I run into that horse and wagon with a 
man and two ladies in it, at the crossing between Greycourt 
and Oxford. It was the most harrowing spectacle I ever 
witnessed on the road, and God forbid that I should ever 
witness another one. | was westward bound down Oxford 
grade, one of the worst on the road, with a full train of 
empties, and going like thed—l. Ali of a sudden my eyes 
lit on the man trying to get his horse over before I reached 
him. I blew and tooted and rang the bell, and as I neared 
him my heart went up. The horse balked or was frightened, 
don’t know which, and for once I lost my balance. My 
nerves completely left me, and I was as helpless as a child. 
I knew I couldn’t stop the big train I had behind, but I called 
for brakes and reversed with the hopes of averting a calam- 
ity; but ‘twas no use. I was certain I was going to kill 
every one in the wagon and the horse too, and when I hit 
them I swooned. °’T'was the most terrible experience I have 
ever had since I run an engine. The two ladies seemed 
as if charmed and were perfectly unconscious of their 
great danger, while the man was beating the ani 
mal ina fearful way to get him to pull across out of the 
way. They all had their eyes riveted on the train, and al- 
though it was running them down every second faster and 
faster, not one of them made a move to jump from the wagon. 
When I struck them, they had not coved a step from the 
spot where I first saw them. When the train stopped I got 
settled, but could hardly recall what I had just seen. My 
fireman says: ‘ Let’s go back and see if they are killed; but 
I couldn’t stand it, and didn’t go back. It turned out hap- 
pily that the only one killed was the horse who had balked. 
When the engine hit him he was directly between the two 
rails, and being struck with such force, broke loose from the 
wagon and was sent 20 feet in the air, landing in a culvert 
with his neck broken and mutilated in a horrible manner. 
The man and the two ladies were more frightened, like my- 
self, than hurt. They were all pitched with the wagon into 
the gutter on the side of the track, and beyond being roughly 
handled and receiving several scratches and bruises, nothing 
serious befell them. Oh, yes, I forgot the man’s arm was 
broken. The nearest house was opened to them, and we 
went on, I being unstrung and hardly capable of running the 
rest of the trip. I tell you I will never forget that experi- 
ence, and several times since it happened the horrible sight 
has come to me in my dreams.”— Honesdale (Pa.) Herald. 


— 


A Car-Load of Bears. 

When the freight train on the New Jersey & New York 
Railroad reached Lodi Junction, N. J., one evening last 
week, Conductor Birley, as his train was about to take up some 
empty freight cars standing on a switch, was startled by a 
savage growl. Holding his lantern up, and peering in the 
direction whence the noise came, he saw the shaggy coat of 
a large grizzly bear, which, with its keeper, occupied one 
of the 6mpty cars. Turning, the conductor ran, and in the 
other end was another bear with his keeper. They were 
traveling showmen who had crawled into the empty car to 
ress. The bears, on seeing the conductor, showed their teeth 
and claws, and the conductor shouted to the brakemen: 
‘Good heavens, boys, look out for yourselves! This car is 
full of bears !” 

The brakemen scattered like sheep. One started on a full 
run up the Lodi Branch, while two others jumped on the top 
of the cars, and a fourth looked for a short cut to Hacken- 
sack. The firemen, having heard that animals will not ap- 
proach fire, mounted the headlight. After a while the en- 
gineer, seeing no signs of the enemy, descended from his 
cab and began looking about for the other men. He found 
Conductor Birley standing at bay in the baggage car, with a 
coupling link in each vom | and an expression of determina- 
tion on his face. As it was impossible to oust the intruders, 
they were carried down the road, but there was not a brake 
used on that car that night.—New York Sun, 


A Spotter Spotted. 


It is well known that the New York Central and other rail- 
roads employ male and female spotters to travel on the trains 
by day and night at irregular intervals, in order to catch 
conductors who are suspected of “‘ knocking down,” which is 
the professional term for dividing profits between employers 
and the employed. The duty of a “spotter” is to personate 
an ordinary traveler, buying tickets, exhibiting them at the 
gates, having them penced for baggage, etc., and reporting 
all that can be seen or heard. The particular business on 
the trains is to see that each passenger gives the conductor 4 
ticket or money, that the conductor punches the ticket at 
once and gives a punched duplex ticket in return for the 
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money fares paid. To keep up this system- of espionage 
properly requires a skillful man or woman, as the conduc- 
tors have keen eyes and readily detect any particular watch- 
fulness on the part of passengers. Of late, women have 
been employed on the Central road to divert suspicion. They 
are provided with note books and ingenious little mirrors, 
by which, with their backs turned to the conductor, they 
can see just how many passengers on a coach give up tickets 
or money for fares. The veils and wraps worn by women 
readily conceal their movements and disarm suspicion. Men 
and women who will engage in this sneaking profession will 
sometimes do meaner things, and frequently their jobs de- 
pend upon their making some kind of a report againt a con- 
ductor, so they are not always pinks of honesty or propriety. 
A few days ago one of these females got aboard a train going 
out to Utica. She took one of the front seats in a coach and 
was seen to keep her hand to her face and peer into the little 
box which contained two mirrors set at angles so as to reflect 
all movements made behind her. The honest conductor passed 
through the coach, collected tickets and received money, giv- 
ing, as he always does,a punched duplex ticket,as a receipt for 
the fare. After he had left the coach the woman responded to 
the flirtations of a drummer who had noted her performances 
and wished to have some fun. The woman received his at- 
tentions cheerfully, and made room for him to divide her 
seat with him. The drummer was persistent in his atten- 
tions, and succeeded in inducing her to leave the train with 
him at one of the stations. Before doing this he succeeded in 
reversing her jacket pocket, so that the little mirror, note 
book, her instructions in her trade, schedule of fares and 
other articles of her trade fell on to the coach seat. The train 
passed on, and the ‘‘ spotter ” did not miss her ‘‘ kit ” until it 
was too late. The train boys captured the articles. On the 
return trip they learned that the drummer had left the woman 
in the depot, promising to call for her, but forgot his engage- 
ment. As she is now well known on this division, her career 
of usefulness is ended, and she will have to ‘“ work” some 
other branch. The joke on the spotter is the source of con- 
siderable amusement to railroad men generally.—Utica 
(N. Y.) Herald, Feb. 1 


Wrought-Iron Car-Wheels on- the Central Pacific. 

The Central Pacific shops at Sacramento are now making 
wrought-iron car-wheels for use on the road. The wheels 
have 14 spokes; spokes, rim and hub being forged separately 
and welded together, all the forging being done by special 
machinery designed by General Master Mechanic A. J. Ste- 
vens. The wheels have steel tires, and are tobe givena 
careful trial in comparison with cast-iron wheels. 

The Sacramento shops have also new special machinery 
for forging coupling links, designed by Mr. Stephen Uren, 
Foreman of the Blacksmith shop. 


Ticket-Scalpers Abroad. 

You have found, have you not, people at the railroad sta- 
tion, who are anxious to sell their tickets ¢ 

Here, the other day, X. arrived at the window just as it 
closed. ‘‘ By Jove,” he said, ‘‘and I must get to Rouen to- 
day.” ; 

A gentleman approached and addressed him : 

“Pardon me, sir, but 1 have a ticket for Rouen which I 
cannot use. I will be delighted to let you have it for what it 
cost me.” 

‘“*Is it for the first-class ?” 

No, for the second.” 

‘Very well; let me have it. Much obliged,” and X. put 
himself full tilt for the gate, and got there, but with not a 
second to spare. 

At the first stopping place the guard appeared to verify 
the tickets. X. acer BE out his billet. The guard examined 
it and said : 

‘* Now your own, if you please.” 

“My own? Why, you have it.” 

‘‘Have you perchance an idea of traveling on this ticket ?” 

“Certainly. Why not ?” 

‘‘ It is a ticket for a dog.”—French Paper. 

Whereby it appears that the branch of industry known as 
ticket-scalping is not unknown in France. 





A Brave Engineer. 

Chris. Dean was the engineer of one of the trains that 
was crushed in the accident on the Philadelphia & Erie near 
Cameron Mills. Both he and his fireman were fastened 
Leneath the wreck of the locomotive. Dean was held by 
one of his legs, which was caught by the fire-box of the 
engine. His fireman was nearly buried under pieces of the 
wreck, When the men were discovered, Dean had managed 
to reach his tool-box, and he was making every endeavor to 
extricate the fireman. When he saw the men who bad come 
to their aid, Dean shouted: ‘‘Help poor Jim! Never mind 
me!” The fireman was waintoatel as soon as possible, in an 
unconscious condition. Dean was then taken out. It was 
then ascertained that during all the time he had been work- 
ing to relieve his fireman the fire-box was burning his leg to 
acrisp. It was literally roasted from his knee down, and 
had to be amputated, The fireman died, but it is thought 
the brave engineer will recover.—North American, Jan. 81, 


A Careful Conductor. 


An exchange says that the conductor of a train on the 
Union Pacific Railroad charges that a fly having alighted on 
oue of the glasses of the engineer’s spectacles, the engineer 
thought it wasa buffaloon the track ahead, and turned on 
the air brakes to avert a disaster. The engineer retorts that 
one night the conductor saw what he thought was the head- 
light of an approaching locomotive. He kept his own train 
waiting a while, and then somewhat confusedly, started 
her. ‘‘He is thesafest man I ever ran with,” says the en- 
gineer. ‘Venus is millions of miles away, and he waited 
twelve minutes on a side track to allow her to pass.” 


OLD AND NEW ROADS. 


Atchison, Colorado & Pacific.—Holders of bonds of 
this company and of the Atchison, Solomon Valley & Den- 
ver, the Atchison, Republican Valley & Pacific, the Water- 
ville & Washington, and the Republican Valley, of Kan- 
sas, which companies have lately been consolidated, are 
requested to present their bonds to the office of Wood & 
Davis. No. 31 Sienainenk in New York, in order that they 
may be exchanged for those of the consolidated company. 


Atchison, Topeka & Santa Fe andthe Denver & 
Rio Grande.—In the matter of the application of the 
Denver & Rio Grande for a mandamus to compel the Cir- 
cuit Court to execute certain decrees of the Supreme Court, 
the United States Circuit-Cdurt bas decided that the Circuit 
Court is allowed judicial discretion in the execution of the 
decrees, and that in any case the proper remedy is by an ap- 
peal, not by mandamus, 

The important announcement is made that the directors 
of the two companies bave been in consultation for some 
time past, and have finally agreed upona compromise and 
settlement, the terms of which are substantially as follows : 

1. The lease of the Denver & Rio Grande is to be abro- 
gated, all agreements canceled, the stock held in trust for the 
lessee surrendered, and all stock which may have been ex- 








stock, re-exchanged. 


changed for Pueblo & Arkansas Valle 
2. e Rio Grande is to be 


receivership of the Denver 
terminated. 

3. All litigation is to be pore pr each company to settle 
its own costs, counsel fees and other charges. 

4. The line from Cafion City to Leadville is to become the 
sole property of the Denver & Rio Grande on payment of 

,000 in cash and the actual cost of construction as far as 
it has been completed. 

5. The Denver & Rio Grande to take all the material pro- 
vided for the Leadville line at a fair valuation. 

6. The Denver & Rio Grande is to abandon the building 
of the pro’ 1 Pueblo & St. Louis line, and to complete its 
New Mexico extension only toa point about half way be- 
tween Conejos and Santa Fe. 

7. The Atchison, Topeka & Santa Fe agrees not to build 
to Leadville or Denver, or to any point upon or west of the 
Denver & Rio Grande, but is to have its terminus at Pueblo, 
In consideration thereof, it is to receive at Pueblo one-half 
of the business over the Denver and Rio Grande from Lead- 
ville, San Juan and other points in Southern Colorado, and 
also one-fourth of the Denver business. The Santa Fe re- 
serves the right to build a line 38 miles long, to reach coal 
py which it owns ; such line to be used only for coal 
traffic from the mines to points on its own line east and 
south of Pueblo, and for the use of the road. 

8. This agreement is to last 10 years, and is to be ex- 
pressed and confirmed in a compromise decree to be entered 
in the Circuit Court. 

9. ‘The Supreme Court decision above noted is not to affect 
the agreement one way or the other. (Apparently it had 
not been rendered when the agreement was concluded.) 

Thi: agreement ends, by what appears to be a fair and 
equitable compromise, a very wasteful and complicated liti- 
gation, the duration and end of which could not well be 
foreseen; it prevents probably a senseless competition and 
the building of many miles of unnecessary road, which could 
be profitable to neither company. In effect it is a division 
of territory which gives Leadville, San Juan and all the 
Southern Colorado mining regions to the Denver & Rio 
Grande, leaving to the Atchison, Topeka & Santa Fe the 
business of the Arkansas Valley east of Pueblo and of nearly 
all New Mexico, with the possible connections beyond Santa 
Fe to the Pacific Coast, besides a share of the business be- 
tween Colorado and the East. 


Atlantic & Great Western.—In the Court of Com- 
mon Pleas at Akron, O., Feb. 3, the objections of the United 
States Rolling Stock Company and others were overruled 
and an order entered finally confirming the sale of this road 
to the Purchasing Committee of bondholders. This re- 
moves the last obstacle to the reorganization of the com- 
pany. 


Atlantic & Pacific.—At a meeting held in New York, 
Jan. 31, an agreement was finally concluded under which 
the Atchison, ‘opeka & Santa Fe and the St. Louis & San 
Francisco companies are to build and own jointly, under the 
Atlantic & Pacific charter, from Albuquerque, N. M., to Saa 
Francisco, with probably a branch to Los Angeles or San 
Diego. So far as given out, each company is to have an 
equal share in the road, and each is to provide one-half the 
money needed. It is stated, however, that all the money 
has already been subscribed. The stock of the Atlantic & 
Pacific, as reorganized, is to be $25,000,000, and is to be 
held by two trustees for joint account of the contracting 
companies, !t is understood that the money will be raisec 
by an issue of $25,000,000 of bonds, ‘lhere are other details 
which have not yet been made public. 


Austin & Mankato.—This company has been organized 
to build a railroad from Mankato, Minn., southeast to Aus- 
tin and thence to the Iowa line, a distance of about 80 miles. 
The capital stock is to be $2,000,000, and the debt is limited 
to an equal amount, 


Belle Fourche, Deadwood & Rockford.—This com- 
pany has been organized to build a narrow-gauge road from 
Selle Fourche, Dakota, up Boulder und Whitewood creeks, 
through Deadwood to Rockford, about 50 miles in all, Sur- 
veys have been made for the road. 


Blue Ridge.—There has been recently a revival of in- 
terest in this road, and several meetings have been held in 
Charleston to see what can be done toward completing the 
road and utilizing the large amount of costly, half-finished 
work upon its line. 


Central, of Georgia.—A Savannah dispatch says that 
the directors of this company have passed resolutions re- 
scinding the proposed lease to the Nashville, Chattanooga & 
St. Louis Company. The lease had not yet been ratified by 
either party, so, of course, had not gone into effect. What 
result this action may have remains to be seen, but it is 
thought that no attempt will be made to renew the lease. 


Central Pacific.—The number of ferry passenger tick ets 
sold by this company between San Francisco and Oakland 
in 1879 was: Single tickets, 2,194,284; round-trip, 734,- 
476; commutation, 42,761. These ferry passengers not only 
cross on the boats, but ride from one to three miles on the 
cars. The total receipts from this travel were $556,608.05, 

It is understood that the shops at Wadsworth, Winnemuc- 
ca and Carlin are to be moved to Humboldt, Nev., it being 
the intention of the company to have only two shops between 
Sacramento and Ogden. New shops are to be builtat Hum- 
boldt and the vent enlarged. A large brick round-house 
has been begun at Truckee. The new arrangement will not 
go into effect for some months yet, or until the new build- 
ings are finished and everything ready. 

‘he 50,000 shares taken by the New York Syndicate were 
offered on the stock exchange on Jan. 29, and are said to 
have been all taken at from 82 to 8744. The New York 
Times intimates, however, that the sale was not a genuine 
one, and that the greater part of the sales were to members 
of the syndicate. 


Chesapeake & Ohio Canal.~—In the suit brought by 


= aia tecthes anh al pao teeet - yg | perior Court, President Phillips of the Eastern Railroad, and 


further bonds, answers have been filed in the United States | 


Circuit Court in Baltimore. It was also agreed that argu- 
ments should be heard about Feb. 16 on preliminary ques- 
tions as to the jurisdiction of the Court in the case. 


Chicago & lowa.—It is reported that a controlling in- 
terest in this road has been sold to the Wabash, St. Louis & 
Pacific Company, or to parties largely interested in that 
road, The road runs from Aurora, lil., west by north to 
Forreston on the [Illinois Central, 80 miles, with a leased 
branch from Rochelle to Rockford, 27 miles. To connect it 
with the Wabash’s new Chicago line it will be cory | to 
build some 25 miles of road from Aurora svutheast. The 
value of the road heretofore has been chiefly dependent on 
the business from the Illinois Central’s Lowa fine which 
passes over it on its way to Chicago. 


Chicago & Pacific.—A report comes from Chicago that 
the Chicago, Milwaukee & St. Paul Company has secured 
control of this road, which was reser he under foreclosure. | 
It is said that the company is negotiating for a direct pur- | 
chase with the bondholders, and, in case of failure, it owns | 


—_— 
nearly all the stock and can redeem the road by paying off 
the bonds, the time for redemption not having expired. erhe 
road runs from Chicago to Byron, 88 miles, and the object 
of the purchase is said to be a connection with the Western 
Union road by an extension of 34 miles from Byron to Lan- 
ark, which would complete a line from Chicago to Rock Is- 
a 195 miles long, or 14 miles more than the Kock Island 
road, 


Chicago, Burlington & Quincy.—The company is 
about to replace the bridge over Big Rock Creek, near Plano, 
Il., by a new iron structure with a single span of 100 feet. 

The chief work done at the principal shops of this company 
(at Aurora, Il.) in 1879 was as follows : New cars: 8 pas- 
senger, 10 way, 27 band and rubble, 448 freight. Cars re- 
built : 3 baggage and way, 52 hand and rubble, 278 freight. 
Car trucks rebuilt : 28 passenger and way, 135 freight. 
Other repairs were made of 2,201 freight cars, 87 hand and 
rubble, 30 way, 31 baggage, 28 sleeping and dining, and 96 
passenger cars. Nineteen new engine tank frames were 
made, 31 pilots, and 24 cabs ; and 5,072 car and engine 
wheels were pressed off, and 17,988 fitted on axles. Several 
delicate machine tools were also constructed in these shops. 


Chicago, Milwaukee & St. Paul.—lIron has lately 
been distributed along the extension of the Dav enport line 
from Fayette, Ia., to Ft, Atkinson. The road is all ready 
for the rails. 

Regular trains now run through to the new terminus of 
the lowa & Dakota Division, which has been named Run- 
ning Water. It is on the Missouri,‘358 miles from the east- 
ern terminus of the division at Calmar. 


Chicago, St, Paul & Minneapolis.—A branch is to 
be built from Menomonie Station on this road to the town of 
Menomonie, Wis., and also to several lumber mills near that 
town, The company is to receive $25,000 town bonds afid 


#51,000 in mortgage bonds secured on the branch, and 
agrees to have it done by August next. 
Cincinnati, Sandusky & Cleveland.—Under the 


agreement with the bondholders, the receivership of this 
road has been terminated, and it is now worked by the com- 
pany again. 


Cincinnati Southern.—The engineers are now busy 
making up the final estimates and accounts with R. G. Hus- 
ton & Co., the contractors, There are some iron bridges to 
be put up vet, to replace temporary structures, but ina 
short time the road will be transferred to the trustees, who 
will turn it over to the Cincinnati Railway Company, which 
is operating the line. Freight trains will be put on at once 
and passenger trains soon afterward, 


Columbus, Chicago & tndiana Central.—Notice 
has been given that on Feb. 5 the United States Circuit Court 
would issue an order to enforce the decree granted against 
the Pennsylvania Railroad Company as guarantor of the 
lease for back rental. It is understood that the rental would 
be paid and the judgment satisfied on that day. 


Connecticut Valley.—The first-mortgage bondbolders 
met in Hartford, Conn., Feb. 8, and organized the Hartford 
& Connecticut Valley Company, as successor to this com 
pany, under the special act of the Legislature passed last 
year. It was resolved that the capital stock should be not 
less than $500,000 or over $1,200,000, The amount of the 
first-mortgage bonds was $1,000,000. 


Crawfordsville, La Salle & Northwestern,— Efforts 
are being made to revive this project for a road from Craw- 
fordsville, Ind., to La Salle, Ill., and meetings are being 
held along the line. 


Deadwood & Redwater.-—This company is organized 
to build a narrow-gauge road from Deadwood, Dakota, to 
the coal banks on Hay Creek, a distance of 85 miles. Work 
has already been begun. 


Denver & Rio Grande.—This company is building a 
new car-shop in Denver, Col. It is of brick in the form of a 
semi-circle, with a turn-table in the centre. It will have 14 
stalls or tracks, each stall being 17 feet across the front, 204¢ 
feet across the rear, and 70 feet deep. Three stalls will be 
reserved for a paint-shop, the others being used for erection 
and repairs. 


Detroit, Butler & St, Louis.—This company has been 
organized to build a railroad from Detroit southwest to But- 
ler, Ind., the terminus of the Eel River road, now leased by 
the Wabash. The distance is 112 miles, and it is said that 
no grade over 37 feet to the mile will be required. The com- 
pany asks for a bonus of $200,000 from the people of De- 
troit. 


Detroit, Grand Haven & Milwaukee,—This com- 
yany has made a contract for five years with the Goodrich 
iorebeaht ‘company, of Chicago, the most important steam- 
boat company on Lake Michigan, for transferring the_rail- 
road’s freight between Milwaukee and Grand Haven, Hith- 
erto the work has been done by two large steamers of the 
Northwestern Transportation Company, one of which was 
wrecked at Grand Haven last fall. The Goodrich Company 
will put the propellers Menominee (800 tons) and Depew 
(736 tons) on the route, making daily trips. The Goodrich 
Company has steamboat lines plying between Chicago and 
all ports on the east shore of Lake Michigan, and also up the 





| Company. \ 
| to East Carondelet, with a branch to some stone quarries, 
| about 114 t 
| carry coal, ore and other freight from the Lron Mountain 


west shore and to Green Bay. 


East St. Louis & Carondelet.—It is understood that 
this road has been sold to the Wabash, St. Louis & Pacific 

It runs from East St. Louis, [/1., down the river 
miles of roadin all. It is principally used to 
and Missouri Pacific roads, transferred across the Mississippi 
by steam ferry from Carondelet. It may be quite a valua- 
ble accession to the Wabash. By the last report it had 
$300,000 stock and &200,000 debt. 


Fitchburg.—Judge Colburn of the Massachusetts Su- 
S. M. Felton of Philadelphia, commissioners to decide the 
question at issue between the Fitchburg Railroad and the 
commonwealth relative to the operation of the Troy & 
Greenfield road between North Adams and Greenfield, have 
finally decided that instead of an allowance of 33.333 per 
cent. of the gross earnings to the Fitchburg Railréad for op 


| erating the road, an allovance of 52.491 per cent. shall be 


paid for this service. The time covered by the award of ‘the 
arbitration is from the first of last April to the first of the 
present year, and for a further period, until either one of the 
parties in interest shall give one month’s notice that they are 


| dissatisfied with the new proportions awarded by the arbi 


trators, or unti] the Legislature itself shall take the question 
into consideration. The board, considering the question of 


car mileage, one of the points upon which there was a dif 


ference between the parties, and the principal one, have de 
cided that a charge by the railroad operating the Tunnel 
road for car mileage isa proper one to come into the expense 

of the railroads so operating the state roads, This award 
concedes nearly all that the Fitchburg Company asked 


Galveston, Harrisburg & San Antonio This com 
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an Antonio, Tex., to El that it will also build a 
branch to Eagle Pass, or some other convenient point on the 
Rio Grande. Workis to be begun very soon. 


George’s Creek & Cumberland.—Work is Lp re 
ing steadily on this road. The contractors have just finished 
Tunnel No. 8, which is 488 yards long, and has been about 
six months under construction. 


Grayville & Mattoon.—It is said that this road has 
been sold to the Peoria, Decatur & Evansville Company. 
lt runs from the southern terminus of that road at Mat- 


toon, IL, south by east to Parkersburg, 73 miles. 


Hope & Greensburg.—This company has been or- 
ganized to build a per | from Hope, Ind., eastward to 
Greensburg on the Indianapolis, Cincinnati & La Fayette. 
The distance is about 17 miles. 


Indianapolis, Decatur & Springfield.—The last rai] 
on this road was laid Jan. 29, and the road will be ready for 
business very svon, The road is now 152 miles long from 
Indianapolis nearly due west to Decatur, Ill. It was origin- 
ally built as the Indiana & Illinois Central from Decatur to 
Montezuma, Ind., 85 miles, and came to the present com- 
pany through foreclosure of mortgage. In 1878 the new 
company extended it from Montezuma 16 miles to Guion, 
and Vast year began the building of the 51 miles from that 
place to Indianapolis, which is now just completed. Of this 
section 40 miles had heen finished at the close of the last 


year, 


Indiana Southern.—The United States Circuit Court 
has granted a decree of foreclosure and sale against such 
property of this old company asmay remain, consisting of 
right of way and partly graded road-bed, which must be 
now in a ruinous condition. The decree is granted at suit of 
the Liverpool & London & Globe Insurance Company, 
which holds $3,500,000 of the bonds. 

The road was intended to run from Ft. Wayne, Ind., to 
Jeffersonville and most of it was graded, The Ft. Wayne, 
Muncie & Cincinnati and the Louisville Branch of the Ohio 
& Mississippi occupy part of the road-bed of this company 
and their rights are protected by the decree. 


any announces that it is pee to extend its road from 
aso, a 


International & Great Northern.—A survey is being 
made for the extension of thisroad from Austin, Tex., to San 
Antonio. The line was surveyed and located several years 
ago, but it is possible that a new line will be taken. 

Notice is given that the new first and second-mortgage 
bonds are row ready to be exchanged for Purchasing Com- 
mittee receipts at the office of J. 8. Kennedy & Co., New 
York. 

Notice is also given that interest at the 1ate of 4 per cent. 
on the eng pay bonds, earned during 1879, will be 
paid, one-half on March 1 and one-balf on Sept. 1. 


Jacksonville, Pensacola & Mobile.—In the matter of 
the appeal of the Western North Carolina, Western Division, 
Company from the sale of this road and the Florida Central, 
a sufficient indemnity bond has been filed by appellants and 
the appeal has been reinstated, in accordance with the ruling 
of the United States Supreme Court. It will be remembered 
that in this case the indemnity bond first filed was found to 
be fraudulent, but the court held that the fraud was com- 
mitted without knowledge of the appellants and permitted 
a new bond to be made, 


Kansas City, Lawrence & Southern,—This com- 
sany’s Southern Kansas line is now completed to Burden, 
can., 65 miles westward from Independence, and nine miles 
beyond the last point noted. Work is progressing toward 
Winfield. 


Kansas City, Oskaloosa & Western.—This company 
has been organized vo build a narrow-gauge road from Kan- 
sas City, Mo., by way of Oskaloosa and thence west to Clay 
Centre, about 140 miles. 


Little Rock, Mississippi River & Texas.—As al- 
ready noted, contracts have been let for the extension of 
this company’s main line from Pine Bluff, Ark., to Little 
Rock.. On the Western linethe road is in operation from 
Trippe on the main line, nine miles from Arkansas City, 
west 17 miles to Collins, It is graded from Collins west 16 
miles to Monticello, and tracklaying is now in wears on 
this section, which will, it is expected, be finished in March. 
Surveys have been made for a further extension from Mon- 
ticello to Warren, 16 miles, and work is soon to be begun. 


Louisiana Western.—tThe Sabine River bridge having 
been completed, the track-layers are now working eastward 
from that point. Tracklaying has also been begun at 
Shoupique Bayou, the parties from that point working west- 
ward, 


Louisville & Nashville.—This company has executed a 
new mortgage for $2,400,000, covering its line from Nash- 
ville to Hendersonville, formerly part of the St. Louis & 
Southeastern road. 

It is now said that the control of the Nashville, Chatta- 
nooga & St. Louis lines acquired by this company’is not as 
complete as was at first supposed. As noted elsewhere, the 
Georgia Central lease has been rescinded, and the control of 
the Western & Atlantic lease is said not to be included in 
the purchase. Nothing definite has been settled as to the 
menagement of the new lines as yet, and no changes are to 
be made for the present. 


Lewisburg, Centre & Spruce Creek .—The purchas- 
ers of this road at the recent foreclosure sale have organized 
the Lewisburg & Tyrone Company. The road is owned, 
and will continue to be worked the Pennsylvania Rail- 
road Company. It extends from Montandon, Pa., to Spring 
Mills, 43 miles. 


Mercer & Somerset.—The lease of this road to the 
Pennsylvania Railroad Company having been terminated by 
its sale under foreclosure, all trains have been withdrawn, 
and the road abandoned. It is owned by the Pennsylvania, 
and it is said that the rails will be removed. It extends 
from East Millstone, N. J., to Somerset Junction, 2214 
miles, and is parallel and close to the Delaware & Bound 
Brook road. 


Milwaukee, Lake Shore & Western.—The branch 
from Hortonville, Wis., to Oshkosh was completed Jan. 24, 
and was to be opened for business this week. It is 224¢ 
miles long, and 111¢ miles of track were laid on it in 1879. 

Work is also progressing actively on the extension from 
Tigerton, Wis., northwest 


Minneapolis, Shakopee & Minnesota Valley.—This 
company isorganized to build a narrow-gauge road from 
Minneapolis, Minn., southwest 20 miles to Shakopee, with 
two branches from that point, one southward and the other 
southwest into the Minnesota Valley. Work is to be begun 
as soon as the permanent organization is formed. 


Nashville, Fayetteville & Huntsville.—This company 
has been organi to build a railroad from Nashville,Tenn., 
southward — Fayetteville to the state line, in the direc- 


tion of Huntsville, Ala. The distance is about 85 miles. 


The incorporators are Pleasant M. Smith, Dr. William C. 
Blackman, P. G. Breen, George Anthony, Thos. Hardison, | 
Samuel Perkins, 8. P. Claybrook, T. F. Allison, E. A. Wil- | 
son, R. 8. Montgomery, R. L. Bryant, Melville Williams, | 
James H. Yarbrough, L. H. Davis and W. W. Southgate. | 
The articles of incorporation contain a provision that | 
charges for transportation over the road when built shall | 
not exceed 25 cents per 100 pounds on heavy articles, and | 
10 vents per cubic foot on articles of nieasurement for every 
100 miles or fractional part thereof, and 4 cents per mile for 
every passenger. 


New Castle & Franklin.—All attempts at a com- 
»romise between the stockholders and bondholders have 

n abandoned. The suits now pending will probably be 
continued and the road sold. 


New York & Oswego Midland. — Under the direc- 
tion of the Court, the sale having been approved, Receivers 
Abram 8. Hewitt and John G. Stevens surrendered this road 
Feb. 1 to the New York, Ontario & Western Company, or- 
mange by the purchasers at the foreclosure sale. It has 
een managed by the Receivers very nearly six years and a 
half —since Sept. 18, 1873—and has during that time been 
much improved in condition. 


Nevada Central.-—On Feb. 3 the track on this road had 
reached a point 80 miles southward from the Central Pacific 
at Battle Mountain, Nev., leaving only about 10 miles of 
track to be laid to reach Austin. 


Northwestern Grand Trunk.--The last rail on the 
connecting line between Valparaiso, Ind., and Thornton, 
Il., was Taid Feb, 8, completing the Grand Trunk line 
through to Chicago, The new road from Valparaiso to 
to Thornton is 30 miles long, of which 1444 miles were com- 
leted last year. The new road will be opened for freight 
yusiness very soon, and for passenger trains probably in a 
few weeks. 


Ogdensburg & Lake Champlain.—-A circular issued 
by this company says that in order to accommodate the in- 
creased traffic expected when the Welland Canal enlarge- 
ment is finished, the road needs a large grain elevator at 
Ogdensburg; steel instead of the ixon rails now in the track, 
and 500 new grain cars. The funding of the floating debt is 
also desirable. For these purposes, the company proposes to 
execute and issue $3,500,000 first-mortgage 6 per cent. 
bonds and $1,000,000 income 6 per cent. bonds. The income 
bonds are to be given, $600,000 for 30 per cent. of the pres- 
ent preferred stock, and $400,000 for the back dividends un- 
paid on that stock. The first-mortgage bonds are to be is- 
sued, $971,000 in exchange for outstandiug bonds and $1,- 
400,000 for 70 per cent. of the present preferred stock, 
leaving $1,129,000 to be used to fund the present floating 
debt and make improvements. Subscriptions are to be re- 
ceived for these bonds until March 1; all bids to be addressed 
to the Executive Committee. 

The earnings of the road have not been sufficient to pay 
interest on so large a debt, but the board believe that busi- 
ness enough can be secured to enable the road to pay on both 
first-mortgage and income bonds. 


Ohio & Mississippi.—A Springtield (I1.) dispatch says 
that a trust deed has been recorded covering all the real and 
personal property of the company to secure claims amount 
ing to $4,181,120, Itis made to Allan Campbell and Ro 
bert Garrett, trustees 


Oregon Railway & Navigation.—A circular from 
this company, after stating the difficulties caused by the in 
crease of business on the upper Columbia over the facilities 
for handling it, says: ‘‘ Accordingly, arrangements have 
been completed to construct, during this year, 140 miles of 
road from Celilo, the terminus of the upper railroad portage, 
to Wallula, the terminus of the Walla Walla & Columbia 
River Railroad. The surveys for this line are completed, 
the steel rails (secured at low rates in England), rolling stock 
and motive power are purchased, the ties are contracted for, 
and the ehins and other work on the line will shortly be 
commenced, 

‘* The construction of this line (in deciding to build which, 
and to make it standard gauge, the management was largely 
influenced by the opening of the Northern Pacific line 
already mentioned) will enable the company to carry twice 
as much freight up and down the Columbia River as it has 
been Resehdltee able to do. Moreover, it will strengthen 
our hold on and exclusive control of the Columbia River 
which may be termed the backbone of our enterprise—and 
impart additional strength to the company’s property as a 
whole, by substituting a permanent property (i. e., a rail- 
road) for a steamboat line. The building of this railroad line 
involves no multiplication of transportation facilities, or, in 
other words, will not render the use of any of the boats 
owned by the company superfluous, because the business on 
the Snake River is growing so rapidly that it promises to 
keep all the boats on the Upper Columbia and its tributaries 
fully occupied. 

“Tn addition to the railroad line along the river, it is pro- 
posed, during the year, to commence the construction of an 
independent railroad from a point on the Snake River to 
and through what is called the Palouse Country, which is a 
well-settled region of great extent and fertility, especially 
in the production of wheat, and is already giving us a large 
freight business. 

‘* The company has on hand, from the sale of part of the 
unissued stock, sufficient funds for all the material, rolling 
stock and motive power necessary for the lines to be built 
this year. The remainder of the unissued stock, and the 
unissued mortgage bonds in the treasury, will be more than 
enough to meet allthe other expenditures on construction 
account during the year, which will exceed $2,000,000.’ 


Pawtuxet Valley.—This road formerly extended from 
Hope, R. I., southeast to River Point, four miles, and was 
worked by the New York & New England Company. 
Recently an extension has been built from Kiver Point, or 
Lippitt, as the station is now called, east by north to 
Auburn, seven miles, making the road 11 mileslong. Part of 
this extension was built under the charter of the Pontiac 
Branch Railroad. At Auburn connection is made with the 
New York, Providence & Boston, and the road will be 
worked by that company, which also owns a considerable 
interest in the stock. It serves several manufacturing 
villages. 


Pennsylvania & Delaware.—For several months past 
this road has been operated-only between Pomeroy, Pa., and 
Newark, Del., the section between Newark and Delaware 
City being abandoned. It is now said that this extension 
will be put in order and extended from Delaware City to 





Port Penn, where extensive coal docks will be built. This 
report has been current several times before. 


‘he road has again been leased to the Pennsylvania Rail- 


road Company, which operated it for several years and up 

to the foreclosure sale some months ago. The lessee took pos- 
Tp 

session Feb, 2, under the new agreement. 


Pensacola,—A dispatch from Montgomery, Ala., says 
that Mr. D. F. Sullivan, who owns this road and the Pensa- 


cola & Selma, has sold them to the Louisville & Nashville 
Company. T 
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building of the gap between Pollard, Ala., and Pineapple, 
on which work is now in progress. 


Petersburg.—The City Council of Petersburg, Va., has 
authorized the sale of 3,235 shares of this company’s stock, 
held by the city since the road was first built. 


Piedmont & Potomac.—This company has been organ- 
| ized to build a railroad from Bloomington, Md., on the 
Baltimore & Ohio, near Piedmont, southwest up the North 
Branch of the Potomac to the West Virginia line. The dis- 
tance is about 30 miles, through a wild and hilly country, 
heavily timbered and said to be rich in minerals. The object 
of the road isto reach what is known as the Elk Garden coal 
field. 


Pittsburgh & Western.—The trains of this road be- 
gan to run through from the old terminus at Etna into 
Allegheny, Pa., last week. The track was completed_some 
time ago, but its use has been prevented by disputes over 
some crossings and the use of part of the Western Pennsyl- 
vania track. 

On the extension of the road westward track is now laid 
from Zelienople, Pa., four miles toward’ Wurtemburg and 
the work is progressing steadily. 


Pool on New England Business.—It is now said that 
the statement that a division of the New England business 
had been agreed upon by the New York Central and Erie 
companies, is premature. Negotis,ations for a division are 
in progress, but no agreement has yet been reached. 


| $t. Louis, Alton & Terre Haute.—A decree has been 
| entered in the United !\tates Circuit Court terminating and 
| closing the suits brought by this company to compel an ac- 
counting and recover certain securities from the members of 
the Purchasing Committee who organized the present com- 
pany. It will be remembered that a compromise was agreed 
upon, the company accepting $100,000 each in cash or se- 
curities from Charles Butler, Russell Sage, Samuel J. Tilden 
and the estate of Robert Bayard. 





St. Louis, Lron Mountain & Southern,—This com- 
pany has nearly completed a new iron bridge on stone piers 
over Red River at Fulton, Ark. The piers are ready, the 
iron willsoon be up and the approaches and connections 
with the old track are graded. Toveunneny is also building 
stone piers to carry new iron bridges over the Little Red 
River at New Judsonia; the Saline, near Benton; the Oua- 
chita, near Arkadelphia, and the Little Missouri, near 
Boughton, all on the p oe re Division, 


Securities on the New York Stock Exchange.— 
The following securities have been placed on the lists at the 
New York Stock Exchange: 

Wabash, St. Louis & Pacific.—First-mortgage 7 per cent. 
bonds on Hannibal & Naples Branch, amount $500,000; 
first-mortgage 6 per cent. bonds on Clarinda Branch, 
amount $264,000. 


Sleeping Car Consolidation.—Reports have been cu- 
rent for seme time that negotiations were in progress for the 
consolidation of the Pullman and Wagner sleeping-car com- 
panies. It is admitted that such ua consolidation has been 
talked over, but no decision has been reached. 


Southern Minnesota.—This company is building an ex- 
tension four miles long from Flandran, Dak., to Roscoe. 
which will be done in a few weeks. The object is said to be 
the removal of the terminus to Roscoe, in consequence of a 
| quarrel with the people of Flandrau. 





Susquehanna & Clearfield.—This new road is to leave 
the Philadelphia & Erie road at Keating, Pa., on the 
West Branch of the Susquehanna at the mouth of Sinne- 
mahoning, and follow up the West Branch some 18 miles to 
Karthaus, whence it will run up Moshannon Creek about 10 
miles further to a junction with the Moshanron Branch of 
the Tyrone Division at Morrisdale. It will open up some 
large deposits of coal, iron and fire-clay, and some large 
tracts of timber-land. It will be built and worked by the 
Pennsylvania Railroad Company. 


Sycamore & Cortland.—This little road has, it is said, 
been sold to parties in the interest of the Wabash, St. Louis, 
& Pacific Company. It is five miles long, running from the 
Chicago & Northwesteron’s Clinton line, at Cortland, II1., 
north to Sycamore. The object of the purchase is not clear, 
unless it is meant, as is reported, to be used as part of a line 
from the new Chicago & Strawn road north to Portage, 
Wis., to connect with the Wisconsin Central. 


Troy & Greenfield.—A dispatch from Boston, Feb. 4, 
says: ** The controversy relating to the tolls upon the Troy 
& Greenfield Railroad is likely to be renewed. It seems 
that the state authorities are dissatisfied with the award of 
5214 per cent. which the present arbitration gives to the 
Fitchburg Railroad for its own working expenses upcn the 
tunnel road, which percentage is also claimed by the two 
Western connections of the road. The Troy & Boston Rail- 
road having for some time retained 50 per cent. of its earn- 
ings between the state line and North Adams, it 
is understood that the state authorities have asked the 
Fitchburg road to accept 50 per cent. from the 15th of the 
present month until April 1, which has been refused, as the 
offer was made with the intimation that the state authori- 
ties desired this period in order to secure other means to 
operate the tonnel road upon cheaper terms. A result of the 
pending controversy has been that all arrangements for the 
opening of the Erie Railway’s new connection with Boston, 
via the tunnel, which would have begun operations during 
the present week, have been indefinitely postponed, as have 
also the contemplated plans of the Hoosac Tunnel, Dock & 
Elevator Company.” 





Union Pacific.—This company gives notice that after 
| Feb. 5 it will be ready to exchange certificates of the consol- 
idated company for stock of the old Union Pacific, the Kan 
sas Pacific and the Denver Pacific companies. 
At a special election held Jan. 29 at Cheyenne, Wyoming, 
it was voted to issue $400,000 bonds to this company in aid 
| of its proposed branch to the Black Hills. 





Valley, of Ohio.—Regular trains have been put on this 
| road between Cleveland and Canton, O. Only mixed trains 
are run as yet, but express trains will be put on shortly. 





| Western & Atlantic.—It is now said that control of this 

company does not pass with that of the Nashville, Chatta- 
| nooga & St. Louis, but that the controlling interest in the 
| lease is owned by ex-Gov. Joseph E. Brown and Col. E. W. 
| Cole individually, and not by the Nashville & Chattanooga 
|Company. In any event, it is said that the pe manage- 
| ment of the road will not be changed, and the lease requires 
| that all connecting roads shall be accorded equal terms. 


Western North Carolina.—Mr. W. J. Best, acting for 
| parties in New York, has submitted an amended proposition 
or the purchase of thisroad from the State of North Caro- 
\lina. The terms are not made public, but it is understood 
| that they include the speedy completion of the road through 
| Asheville to Paint Rock on the Tennessee border, No im- 
mediate answer is expected, as no final action can be taken 
without consent of the Legislature, which is not now in ses- 


he sale, it is stated, will not interfere with the | sion. 
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